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Have You An Acquaintance 
Among Railroad and Industrial Traffic Men 













If so, you will find our proposition to solicitors to The 
Traffic Service Bureau and The Traffic World and 
Traffic Bulletin worth your consideration. We can 
make either your whole or spare time pay. 

The character of The Traffic World and Traffic Bulletin 
is such as to take the work out of the realm of ordinary 
subscription solicitation. You will have something to 
offer that will win and hold attention. 

Let us tell you more about it. 
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Our Washington office will be glad to answer 
inquiries relating to requirements as to agents in 
Washington, to furnish blank forms for proper 
designation, and to name the terms that are being 
quoted for 


known 


accepting service when these are 


to us. There are many applicants for 
these appointments, but telephone, telegraph, ex- 
Press and railway companies can feel certain that 


we will name only the most reliable. 
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THE STATE COMMISSIONS. . 

The National Association of Railway Com- 
missioners in annual convention at the hearing 
rooms of the Interstate Commerce Commission in 
Washington this week has national significance 
because of the continued efforts the 
states are making toward co-ordinating with the 
federal body. 


showing 


There is a quite well-defined desire upon the 
part of the more comprehensive students of trans- 
portation to weed out reasons for conflict in 
authority and, while this is sometimes obstructed 
by the fear that states’ rights may be circum- 
scribed by relinquishing local control to national 
regulation, progress is all the time being made. 
More examination into the complexities resulting 
from a confused regulation, emanating, in one case, 
from a survey of strictly local affairs and in the 
other from a range of observation national in char- 
acter, is bringing those who serve the states to see 
the reasons for their limitations. 

It is becoming better understood that the Inter- 
state Commerce Commission is not seeking to 
usurp any powers that can be properly used by the 
states, but to secure on their part the adoption of 
methods and usages applicable alike to state and 
nation, and thus insuring uniformity. The meet- 
ing which convened November 15 has been one 
of the most important ever held, and has ad- 
vanced in a practical way the co-operative theory. 
It is being better appreciated that 80 per cent of 
the traffic of this country cannot be unnecessarily 
obstructed by forty-eight masters for the benefit 
of 20 per cent, and that the control of the smaller 
movement is taking a reasonable position only 
when it accepts a conformity to the requirements 
affecting the larger proportion, in every way that 
is practicable. Whether this upholds state sov- 
ereignty is not the essential question if it facili- 
tates business and development. 


SWITCHING LINES. 


Recent efforts to bring about a uniform basis 
for the application of switching rates in the Chi- 
cago district have been brought close to an under- 
standing. There have been several explanations 
for the obstructions encountered and among them 
the character of lines interested has been, we be- 
lieve, an important factor. There have been lines 
independent of any special control, lines whose 
direction rested with trunk line roads and lines 
subject more or less to industrial ownership. In 
the settlement, too, has been the switching. of 
trunk lines for each other in the Chicago district 
and their own local switching. There is in the 
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Chicago district also territory where business is 
switched by one line to a connection at a switch 
charge and by another line as_a line haul based 
upon a percentage of the rate. All the influences 
brought about by the various conditions have made 
it a very hard matter to secure unanimity of 
opinion. 

It is a foregone conclusion, however, that more 
regularity in the charges will be a relief from the 
constant turmoil of conditions as existing for ten 
years past. Perhaps a reciprocal switching basis 
of $3.00 per car, put in effect some years since by 
western lines with eastern lines originating small 
traffic at Chicago, and loading up western yards 
already congested with freight from the east, hav- 
ing a Chicago destination to be yarded and 
switched, was one of the follies for holding the 
rates of independent companies below any reason- 
able charge for the service. Service, length of 
haul, weight of cars, or any of the phases affect- 
ing earnings, costs and profits, seem in the past 
to have played small part in making a switch rate. 

It seems encouraging that shipper and carrier 
are getting nearer in this solution of a problem 
covering so much Chicago territory, for it means 
ere long a satisfactory basis and peace. 


RAILWAYS AND THE TRUTH. 


The suggestion has been made to us that rail- 
way companies are not pleased with frankness as 
to desired conditions unless such frankness is to- 
ward an approval of those things the roads favor. 
We are disposed to combat this position in gen- 
eral application. We will admit that certain in- 
fluences in railway life are opposed to any con- 
sideration of transportation affairs, that questions 
the wisdom of the past, or plans for the future 
in their handling, not censored in advance by 
these factors in the business. 

Aside from this, however, there is a large ele- 
ment in railway circles in favor of a clear and suc- 
cinct presentation of traffic and transportation mat- 
ters and of a publicity without evasion. These 
men are aware of the fact that infallibility is no 
more existent in railway life than in other forms 
of business, and are willing to have their policies 
and acts analyzed. It is an understood position 
with them that publications taking an independent 
survey of conditions are likely to have more in- 
fluence with readers in arriving at just compro- 
mises.’ Our belief is that through such mediums 
they are willing to speak frankly and without re- 
serve, because in so far as we are facing complexi- 
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ties to-day we are all responsible. The experience 
of “everyone involved is necessary if we confront 
them successfully and happily, that of the carrier 
as well as the shipper. -We are certain it will be 
found that the carrier regards its part of improve- 
ment to be a submission of all essential facts, real- 
izing that times have been changing rapidly, and 
that an urgent need is here for publicity in man- 
agement and financing of railway property. 

lf there is still a faction uncompromising in op- 
position to a public demand and insisting only 
upon a pro-railway campaign through exclusively 
pro-railway channels, it is simply behind a policy 
that the more modern and better informed trans- 
portation and traffic men are not responsible for. 
We have the impression that this phase of op- 
position to publicity is in a large way disappear- 
ing. We further believe that reliable and con- 
scientious editorial sentiment contains no single 
element of danger to transportation if it has the 
foundation of some knowledge of the business, and 
that it seeks only a generous living for transporta- 
tion without oppression for the shipper. Publicity 
of both sides of any issue is now the only prospect 
for a fair settlement, and perhaps neither railways 
nor shippers can get far enough away from per- 
sonal effects to see the logic of conclusions. 

This theory being adopted by railway men, we 
can see no other position than that they must be 
as desirous as any other class for their interests to 
be considered by an impartial source. Popularity 
in some cases is the result of a humiliating effort 
to please, a sort of fawning sycophancy toward 
those in power, but it secures no respect for one’s 
opinions nor confidence in one’s sincerity. We 
believe no railway officer of any eminence seeks 
this in his associates to whom he gives his esteem 
and confidence and in whom he finds unswerving 
loyalty. Men of this caliber must of necessity, 
we believe, favor and hope for frankness in the 
treatment of their business. They are human 
enough to know it is not perfectly conducted and 
therefore subject to criticism. 


DECLINES TO LOWER COAL RATES. 


Indianapolis, Ind., November 18.—The state railroad 
commission has declined to interfere with the rate of the 
Monon between French Lick and Paoli, on coal shipped via 
the Monon from the Southern railway to Paoli. Trustees of 


that town recently filed complaint against a rate of 50 
cents a ton between French Lick and Paoli, saying it was 
two-thirds of the entire rate for the haul from coal fields 
along the right-of-way of the Southern. The commission 
declined to interfere on the grounds that the entire charge 
for the haul was, not excessive and that the two roads in- 
terested had a right to divide the total as they wished. 
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THE CLARK BOYS ON PARADE 





When Champ Comes Marching Home to Washington 
Missouri Will Be in Festal Array 





Washington, D. C., November 18. 
—The arrival in Washington of 
Pauline Wayne, the new White 
House cow, was more or less a local 
incident contributing to the domestic 
comfort of the chief executive and 
his family. The early arrival of 
Champ Clark is regarded as a na- 
tional event, and it is not expected 
at present to contribute to the com- 
fort of the president in any way. 
If the great Missourian carries out his program to ride 
to the White House behind a team of mules,. the prod- 
uct of his state, heading a parade of the triumphant 
democracy, while the proud mules chew their bits to 
the tune of Champ, Champ, Champ, “the boys are march- 
ing,” it will lend much to the gaiety of nations, be- 
cause of its stamping with rural simplicity the char- 
acter of our leaders. England, France and Germany can 
laugh in riotous glee over this contrast to pomp, cere- 
mony and carriages of state, in a country now a world 





power. Diplomatically, they may say we are a playful 
people, but privately the merry ha-ha will have its 
inning. 


There are two factors surrounding the suggested 
parade with doubt, one of them a resident of Illinois 
who has had much experience in conquest, and the 
other, the ambitions of certain democrats, less oratorical 
than Mr. Clark, but his equal in earnest purpose to 
serve the people. Without any wish to have Mr. Can- 
noh meet with retirement, the prospect of seeing Penn- 
sylvania avenue filled with cheering enthusiasts, follow- 
ing a country wagon drawn by stoic mules, and seated 
within this rustic conveyance the dignified champion of 
a low tariff is so alluring that political preferences fade 
away. It will be our American method of showing 
the world that, in spite of growth and responsibility, 
we stand by the plain and simple life. The world now 
traveled over by our wealthy and blasé tourists will 
have its chance to go into humorous hysterics. But 
there will be a lesson to us as a people. It will be by 
inference an argument against the high cost of living, 
a blow to automobile manufacturers, so to speak, and 
we cannot but see how extravagant we have grown inthe 
purchase and use of those things we really do not need. 
If President Taft should honor the parade by watching 
the procession from the White House automobile, the 
contrast of a luxurious administration, to the doctrine 
of western thrift would be so apparent that the issues 
of 1912 would be at once settled. 

It is Missouri’s chance to show, through the modest 
and unostentatious progress of her favorite son to the 
Capitol, how she cherishes the teachings of our fore- 
fathers, and how by a return to the habits of those 
who laid the foundation of our government we may 
avoid the shipwreck of prodigality. It is well that we 
are to see our faults through the state historically en- 
Saged in the “Show me” business, and if the effete 
Old World is brought to a semicircle by its excess of 
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mirth, we can regard all foreign ridicule with indiffer- 
ence, happy in the knowledge that we are again en- 
trusting our direction to those who are grounded in a 
faith that makes for national salvation. 

Perish forever pessimism. Let the optimist have 
the arena, The dawn of a new era is breaking, and 
with the simple lesson taught us by the patient western 
mules, forty-cent bacon will disappear from Indiana, and, 
once started back to first principles, we will bask in 
the sunlight of equality and right living, and the sinister 
shadow of the vampire and the waving tentacles of the 
octopus will be only an unhappy dream. W. B. B. 


Blocks Missouri River Advance 





Washington, D. C., November 18.—The attempt of 
western carriers to restore the old scale of class rates 
between the Mississippi and Missouri rivers, applicable 
on business originating in Atlantic seaboard territory, 
within a month after the order of the Interstate Com- 
merce Commission in the Burnham-Hanna-Munger case 
expired, has been frustrated by the Commission, which 
has issued an order suspending until March 31, 1911, 
tariffs naming rates in excess of those fixed in that 
much-litigated case. ; 

The tariffs covered by this suspension order, made 
public this week, are: 


The Atchison, Topeka & Santa Fe Railway company: Sup. 
No. 29 to I. C. C. No. 3140. 


The Chicago & Alton Railroad company: Sup. No. 4 to 
Clover Leaf Alton I. C. C. No. 160. 
Chicago, Burlington & Quincy Railroad company: Sup. No. 


35 to I. C. C. No. 4512; Sup. No. 3 to I. C. C. No. 10095. 

Chicago Great Western Railroad company: Sup. No. 26 to 
I. C. C. No. 4002. 

Chicago, Milwaukee & St. Paul Railway company: Sup. No. 
36 to I. C. C. No. A-8295. 

Chicago & Northwestern Railway company: 
I. C. C. No. 7190. 

The Chicago, Rock Island & Pacific Railway company: Sup. 
No. 14 to I. C. C. No. C-8655; Sup. No. 31 to I. C. No. C-4140. 

Hosmer, W. H., agent: Sup. No. 1 to I. C, C. No. A-170; 
Sup.-Nos. 5 and 6 to I. C. C. No. A-159. 

Illinois Central Railroad company: 
I. C. C. No. A-4330. 

Iowa Central Railway company: 
No. 1581. 

The Missouri Pacific Railway company: Sup. No. 1 to I. C. C. 
No. A-1641. 
Sedgman, Wm. J., agent: 
54 


Sup. No. 4 to 


Sups. No. 50 and 51 to 
Sup. No, 29 to I. C. C. 


Sups. No. 5 and 6 to I. C. C. 

No. 54. 
The St. Joseph & Grand Island Railway company: Sup. No. 

1 to I. C. C. No. 362. 

The Wabash Railroad company: Sup. No. 23 to I. C. C. No. 

1446. 


TrafiC men need no introduction to this case. 
Upon complaint brought by the Missouri river jobbers 
attacking the rates from the east to the river as dis- 
criminatory in comparison with those from the same 
points of origin to the Twin Cities, the Commission, in 
1908, held that the discrimination was not undue, but 
found the rates between the rivers, when part of the 
through charges from the east, unreasonable per se, 
and ordered a reduction of nine cents in the first class 
rate, with corresponding cuts in the other nine classes. 
The carriers took the case to court and won a perma- 
nent restraining order in the United States Circuit court 
at Chicago. In the Supreme court the Commission was 
victor and the carriers’ petition for rehearing was 
denied last month and the injunction dissolved. The 
Commission’s schedule was made effective October 26. 
By the statutory two-year limitation, its order expired 
November 10, and the railroads filed tariffs restoring 
the old rates, to be effective the first of December.. 
These issues the Commission has now suspended. 
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DECISION OF COMMISSION 


Interstate Board Hands Down Rulingsin Contested 
Case 








New England Demurrage Rules 


OPINION NO. 1409. 
IN THE MATTER OF DEMURRAGE RULES IN NEW 


ENGLAND. 


(19 I. C. C. Rep., 496.) 
November 14, 1910. 
Report of the Commission. 
LANE, Commissioner: 

In November, 1909, the National Convention of Rail- 
way Commissioners adopted a code of uniform demurrage 
rules. This action was based upon extensive investigation 
and thorough discussion, participated in by railroad com- 
missions, commercial organizations, representatives of 
railroads, and individual shippers from all parts of the 
country. The deliberations of the committee having the 
matter in charge were presided over by a member of the 
Interstate Commerce Commission, who submitted the re- 
port recommending the adoption of the code. 

This Commission believing it to be of first importance 
that uniform demurrage rules should be observed through- 
out the United States, except in so far as local conditions 
might interfere, recommended carriers to apply this uni- 
form code to interstate business, and following this recom- 
mendation the railroads of New England filed schedules 
with this Commission making these rules effective October 
1, 1910.- As soon as these tariffs were filed the Com- 
mission began to receive numerous vigorous protests 
against the putting into effect of these schedules, claim- 
ing that conditions in New England differed from those 
elsewhere, and that the establishment of these rules 
would work much hardship. Desiring to proceed with 
great caution, We suspended the effective date of these 
tariffs for thirty days and assigned the matter for hearing 
at Boston on October 17 last. 

Two members of the Commission attended that hear- 
ing, which extended over two days. We found an earnest 
and aggressive sentiment against these new demurrage 
regulations, begotten, without doubt, of an honest be- 
lief that their operation would entail much hardship. In 
the past New England has enjoyed a demurrage free time 
of ninety-six hours, which is reduced by these rules to 
forty-eight hours. The testimony before us indicated that 
the average shipper had not looked beyond this fact, and 
believed that the only effect of these new rules was to 
divide in half his free time. 

In point of fact, this is not true. The new rules con- 
tain many provisions of advantage to the shipper not found 
in the schedule at present in force. They contain, for 
example, a bunching provision, relieving against hardship 
from the irregular delivery of cars; an average provision 
by which shippers may gain, through the prompt unload- 
ing of cars, credits which are applied against overtime 
in the unloading of other cars; a weather provision which 
is of much importance in New England. It is our belief 
that the new rules, applied in a proper spirit, will result 
in less inconvenience to and in the payment of less de- 


murrage charges by the shippers of New England than 
under the old regulations. 
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We also found certain local conditions in New Eng- 
land which differed to some extent from other sections of 
the country, but it is uncertain, from the testimony given, 
just how far, if at all, these conditions require a depart- 
ure from the rules elsewhere in effect. We feel that, in 
the main, New England should be able to operate under 
the same demurrage code which prevails in other parts 
of the United States and in the Dominion of Canada; but 
we desire to be certain of our ground before taking final 
action. 

From a consideration of the entire situation we 
think that the first necessity is the establishment of a 
demurrage officer in this territory who will give construc- 
tion to these rules and enforce them impartially and fairly 
as between the shippers and the carriers. We have 
to this end suggested to the carriers the name of a 
man in whom we have confidence, to whom doubtful 
questions will be referred by both carriers and shippers. 
This officer will have access to the carriers’ records 
and will report the working of the rules to the Com- 
mission, 

The effective date of these schedules has been a 
second time suspended until December 1, 1910. We 
recommend that for six months following that date the 
free time upon lumber and forest products, coal, grain, 
and grain products be extended from forty-eight hours 
to seventy-two hours, provided, however, that the appli 
cation of the average rule shall only be allowed upon a 
forty-eight-hour basis. Before the expiration of that period 
the Commission will be able to intelligently determine 
what commodities, if any, should be given a longer free 
time than the standard forty-eight hours. 

The shippers of New England should understand that 
this uniform demurrage code was only adopted after the 
most careful consideration. The business of a railroad is 
transportation, not storage. The service of a railroad can 
not be efficient unless its cars are promptly released. 
If a car is detained by a particular shipper for a longer 
period than is necessary for loading or unloading, the 
efficiency of the railroad is to that extent diminished, and 
every other shipper is to the same extent prejudiced. We 
urge that shippers cooperate in giving a fair and intelligent 
trial to these regulations. If it turns out that under the 
peculiar conditions of New England their application re 
sults in undue hardship, the rules themselves will be 
modified; the present recommendations are understood, 
however, to be purely tentative, awaiting fuller and more 
precise information upon the New England situation. 





HOLDS UP COAL RATE ADVANCE, 


Washington, D. C., November 18.—The Interstate 
Commerce Commission has issued an order suspending 
tariffs of the Chesapeake & Ohio canceling proportional 
rates via the Hocking Valley on cargo coal for lake 
shipments beyond Toledo. The suspension order runs 
until March 15, 1911. 


TRANSFER CASE TO COMMERCE COURT. 


Philadelphia, Pa., November 18.—It is understood 
that the suit of the Pennsylvania railroad against the 
Interstate Commerce Commission, attacking the latter's 
orders with respect to rules for coal car distribution, 
will be transferred from the Circuit court to the new 
Commerce court. 
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DAY OF CONFERENCE AT HAND 





Where State of Federal Jurisdiction Overlap, Com- 
missions Should Meet and Fix Rates 
in Co-operative Spirit 





BY MARTIN S. DECKER, 
National Association of 


sioners.* 


President, Railway Commis- 


We had too large a program at our convention last 
topic, every report, and every address 
were full of interest to us, and each merited extended 
consideration, but the pressure of the sessions’ volume 
of work was so great as to become a positive burden 
upon the membership during the four days that could 
pe allotted to our labors. 

Our conventions are in the nature of conferences 
as distinguished from sessions where policies and rules 
are authoritatively formulated for actual observance. 
We would better do a few things well, with proper 
deliberation before action, than do many things quickly 
in order that much work may be accomplished. For 
these reasons it has seemed best to omit the presenta- 
tion of addresses at this meeting and to devote our time 
altogether to the consideration and disposition of the 
regular convention business. 


year. Every 


The National Association. 


I think many of us have come to realize that 
through this association much of the necessary planning 
or groundwork of regulation may be successfully ac- 
complished. We have about reached the time, I think, 
when investigations of related railway rates may prop- 
erly include conferences between regulating commissions 
before determination. State commissions deal with a 
state commerce that in many important aspects is re- 
lated to interstate commerce, and in another sense is 
related to the internal commerce of adjacent states. 
When the state of Illinois prescribes a rate from a 
point in Illinois to East St. Louis that rate not only has 
direct relation and bearing upon the interstate rate 
from the same point to St. Louis in Missouri, but it 
also bears in a competitive sense upon the rate for the 
same kind of traffic from a point in Missouri to St. 
Louis. When the Interstate Commerce Commission fixes 
a rate on grain or flour by an interstate road from 
Buffalo to New York that rate affects directly the rate 
with which the New York commission has to deal upon 
the New York Central line from Buffalo to New York 
Which lies wholly within that state. Indeed, the New 
York Central itself comprises within its direct opera- 
tion between those cities an interstate line and a state 
line. The bearing of a rate fixed by the Ohio commission 
from Cleveland to Cincinnati upon the interstate rate 
from Cleveland to Louisville is also obvious. Still an- 
other illustration would be comparison of a state rate 
from Jersey City to Camden, both in New Jersey, with 
an interstate rate from New York to Philadelphia, since 
New York and Jersey City and Philadelphia and Cam- 
den are separated simply by navigable rivers. What is 


Said of rates applies as well to rules or regulations 
affecting rates. 

ee 

*Opening address, delivered at the twenty-second annual 


vention of the National Association of Railway Commis- 
ners, held at Washington, D. C., beginning November 15, 1910. 


con 
io. 
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We know that under the Constitution of the United 
States, as it has been definitely interpreted by the Su- 
preme court of the United States, each state has ex- 
clusive jurisdiction of transportation conducted wholly 
within its borders, and the United States has exclusive 
jurisdiction of transportation which passes across state 
lines, and each of these jurisdictions applies in full to 
the agencies engaged in such transportation. As to all 
matters where the jurisdictions are severable the funda- 
mental law is well settled. We need not waste our time, 
therefore, in consideration of practical difficulties aris- 
ing from the exercise of authority in these separate 
jurisdictions. It is for us rather to deal with the work 
of avoiding practical difficulties through an effort to 
apply regulation by national and state authority along 
harmonious lines, accepting and enduring situations 
which temporarily may not be cured, but trying through 
conferences and co-operation to bring about rates and 
rate rules based upon considerations of right and justice 
to all concerned. 

It is plain that the association through its commit- 
tees may work actively toward securing harmonious ac- 
tion in large territories, and possibly the whole country, 
as to matters of general concern—harmony in those 
respects between the states as well as between the state 
and the United States. Much has been done along that 
line, now and then under separate state or federal action 
something may be undone, but differences of view may 
be reconciled and many things that remain to be ac- 
complished may be constantly progressed under the 
larger comprehension and broader outlook resulting 
either from special conferences between particular 
commissions or as the result of the work of committees 
acting under the authority of this association. 

The state commissions of Ohio and Pennsylvania 
have agreed with the state commission of New York 
upon uniform rules for locomotive boiler inspection and 
supervision. It would not be impracticable, I think, to 
extend common methods of inspection and supervision 
of boilers over many states, according as authority in 
each state exists or may be acquired, modifying or 
adding to the present scheme as may seem requisite. 
It is certain that great diminution in the number of 
boiler accidents and much saving of human life would 
result. 

Unifotm rules for observance by the carriers in the 
handling of shippers’ claims would be of great practical 
value to shippers generally. 

The committee on simplification of railway tariffs 
is undertaking an extensive work and will doubtless 
succeed in effecting many needed railway tariff reforms, 
but every commission may well take up separately for 
investigation and action and also for report to this 
convention through the proper committee the methods 
employed by carriers in filing their tariffs at stations, 
the way they are kept arranged and handled by agents, 
and generally the extent of conformity by carriers with 
the requirements for publication. Since the public is 
held by law to the tariff rate it is imperative that the 
statutory requirement for actual publication in a manner 
suited to intelligent examination should be fully enforced, 

It is of the highest public importance that periods 
of car famine shall not recur from time to time in this 
country and that ample provision shall be provided 
against serious car congestion at division points, inter- 
change points, or road terminals. The time to investi- 
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gate and to act as to these matters in the way of urging 


provision by carriers of car and motive power equipment 
and yard facilities is when car service is easy and em- 
bargo orders by carriers are rare. Systematic investi- 
gation by examination of statistics of operating and 
financial conditions, and ascertainment of points where 
congestion tends to occur, should result in recommenda- 
tions of great value if not in defined rules relating to 
these matters; and through this asociation all commis- 
sions can act together in that behalf. 


Demands Express Rate Investigation. 


The whole system of express service and express 
rates demands careful and thorough examination with 
a report upon existing conditions and any indicated 
remedies. Such inquiry could also involve consideration 
of the propriety and effectiveness of a parcels post. It 
is my view that a strong and large committee of the 
association organized to go fully and actively into the 
whole subject should be appointed. This does not mean 
that such investigation should go to the extent of de- 
termining whether specific rates are unreasonable or 
unjust, for that is a matter for action directly by the 
commissions; but it does include the bearing of the 
general express-rate system upon commerce requiring 
quick service, the public requirements, the effect of the 
present system of express companies’ contracts with 
railroads, the manner in which express rates are con- 
structed, and the particular services which are rendered 
therefor. 

If our present express system contains features that 
burden or prejudice the public interest the system to 
that extent should be revised. If the whole scheme of 
express service as now performed is obsolete or radi- 
cally defective, it should be thoroughly reformed. It is 
not practical for a single state commission to conduct 
a thorough, extensive investigation of this character 
extending into all parts of the country. It is to be pre- 
ferred that such an investigation should be participated 
in by all commissions, so that all elements and interests 
shall be fully embraced, and this would .be accomplished 
in the active and comprehensive work of a properly 
organized committee of this association. Express com- 
panies and the express system have been strongly at- 
tacked and strongly defended. The companies, as well 
as the public, are entitled to a full and impartial inquiry. 

With the bringing of telephone and telegraph com- 
panies under jurisdiction of the Interstate Commerce 
Commission and some of the state commissions it has 
become appropriate that a committee on telephone and 
telegraph rates and service should be established by 
the association, and I recommend that such a committee 
be authorized. 

It is suggested also that suitable provision should 
be made for a committee on the statistics of telephone 
and telegraph companies. This car? be done by extend- 
ing the work of the railroad statistics committee to that 
subject, making suitable change of the committee name, 
or by authorizing a separate committee for that purpose. 

Enough has been said in this connection, I think, 
to indicate that still greater effective work can be done 
by the various commissions through associated action, 
and that the scope of the association’s work should 
tend to widen from year to year. To that end it would 
be advisable for the various commissions to so arrange 
their own engagements that their members may partici- 
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pate actively through the year in the general but highly 
important work as fixed by the association in conven- 
tions. 

It is worthy of careful consideration whether con- 
ferences between state commisstons and the Interstate 
Commerce Commission concerning the work in which 
any such state commission and the federal commission 
may have joint interest would not be valuable. Per- 
sonally I think these conferences in matters of joint 
interest could render a useful purpose and that they 
would tend to result in harmonious action. 


Uniformity of Laws. 
I recommend this association to taken a far more 


‘active part than it has done in the past in securing 


greater uniformity of regulating laws in the various 
states. Perhaps the committee on legislation might be 
instructed to co-operate to that end with the commissions 
on uniform state laws and otherwise so far as may be 
practicable. 

The Work of the Commissions. 


The work of the regulating commissions is in nature 
and scope distinctly opposed to legislative prescription 
of rates. Wherever a commission has been established 
to pass upon the reasonableness and justice of the rates 
of any public service corporation the passage of acts 
by the legislature prescribing schedules of maximum 
charges constitutes to that extent a substituted regula- 
tion and thereby diminishes not only the authority, but 
the general usefulness of that commission. The delega- 
tion of powers by the law-making body to a railway 
commission is justified and has been judicially upheld, 
because rate regulations and other specific matters of 
transportation can be rightly determined only upon thor- 
ough investigation, such as cannot be made by the 
legislative branch of the state or federal government. 
We are now fully committed to the scheme of regulating 
public service corporations by commissions because only 
that method of regulation has been found to operate 
successfully. The method of legislative rate prescription 
and the method of seeking reparation by original action 
in court have been unsuccessful from the standpoint of 
public necessity. It follows that recurrence to either 
of such unsuccessful methods as a whole or in particu- 
lar instances indicates an unwise policy. 

The great and broad powers which have been con- 
ferred upon the Interstate Commerce Commission and 
upon many state commissions, the almost yearly addi- 
tions to the number of these strong commissions, the 
general recognition that public-service corporations are 
best guided in their relations with the public by a com- 
petent administrative body in each state and for the 
nation, demonstrate the final determination of the peo 
ple that these great public-service companies shall be intel- 
ligently regulated under patient investigation and impar- 
tial action by independent tribunals of this character. 
It is of course a matter of high public concern that 
these various regulating commissions and those who 
constitute their membership shall be free from the tram- 
mels of political influences in the same way and to the 
same extent as our courts and judges are under the 
force of tradition and general public demand. The 
great insistent people, who have finally succeeded in 
establishing efficient systems of regulations for public- 
service corporations based upon protection of the right 
of citizenship and industry and fairness to the owners 
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and managers of such corporations, plainly are vitally 
concerned that these regulating systems shall be con- 
tinuously administered solely in the public interest. 

Commissions established to regulate carriers and 
other public utilities take valid action only when they 
predicate their determinations upon standards necessar- 
ily fixed by the legislative body and under procedure by 
which all material facts and conditions shall be devel- 
oped. So that end may be fully attained the commissions 
are left usually to fix the character of their proceedings 
and investigations. They work without the trammels 
of court practice or of court rules as to admission of 
evidence, but they may not, on the other hand, under- 
take new legislation. Their functions are quasi legis- 
lative, quasi judicial, and in some sense executive. These 
the courts have held to be neither purely legislative, 
judicial, or executive, and have summed them up in one 
word as administrative. As such administrative tribun- 
als the important work of these commissions affects 
directly and indirectly all phases of industry and trans- 
portation. Not merely the instrumentalities of commerce 
but commerce itself is’ regulated by the commissions. 
Indeed it may be said that the great purpose of regu- 
lating carriers is to liberate our vast and increasing 
commerce from the burdens, prejudices, and disadvan- 
tages, the preferences, discriminations and oppressions 
which in myriad forms and countless definitions have 
been and are continually presented under the changing 
conditions of trade, industry, and communication, the 
growth and distribution of our population, and the ever- 
increasing needs of civilization. 

Some day an able writer will set forth the full his- 
tory of commercial regulation, and along with the de- 
velopment of American industry he will chronicle the 
great problems which have been presented and solved 
by the action of the legislative bodies, the commissions, 
and the courts, and the American reader will feel his 
pride of country aroused as much by the recital of the 
growth of effective governmental protection for those 
who use and those who provide this public service as 
he will in the vivid portrayal of commercial achieve- 
ments and industrial progress. 

Yesterday, so to speak, the rebate and free pass 
became as rare as counterfeiting or train robbery. To- 
day, while the carriers assert the need of higher rates 
to meet increased cost of operation, the putting of high 
rates in force is cheerfully withheld by the carriers 
pending authoritative inquiry into the propriety of such 
rate advances. Who can say that tomorrow we shall 
hot put in practice through governmental supervision 
and co-operation, sought by the carriers themselves 
and fully sanctioned by the force of public sentiment, 
methods of rate construction under which many of the 
great problems that now perplex us will almost magic- 
ally disappear? 


CHANGES SUSPENSION ORDER. 


Washington, D. C., November 18.—The Interstate 
Commerce Commission has issued an order lifting the 
Suspension of Grand Trunk and Pontiac, Oxford & 
Northern I. C, C. No. 1491, covering demurrage, except 


as it applies at stations in Maine, New Hampshire and 
Vermont. 
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SCORES CLAIM ADJUSTMENTS 


Railway Commissioners Criticize Both Shippers and 
Carriers for Attitude on Subject—Reformed 
Methods Imperative 





Washington, D. C., November 18.—Crticism of both 
shipper and carrier for seeking to obtain unfair ad- 
vantages in claim adjustments—the one through the 
presentation of claims of a fictitious nature, or at least, 
of doubtful validity, the other for inexcusable delay in 
the settlement of bona fide claims—is contained in the 
report of the committee on shippers’ claims on common 
carriers submitted to the National Association of Rail- 
way Commissioners this week. 

The report follows: 

“The circular of the president of this association, 
announcing committees to act during the past year and 
to report at this convention, contained the following in 
relation to the committee on shippers’ claims, which 
indicates the reasons for the creation of the committee 
and also suggests the direction and scope of its work 
and the’ results which were expected therefrom: 


At the recent meeting of the executive committee it was 
considered desirable to establish a committee to investigate 
and report upon the subject of shippers’ claims. This feature 
of transportation has been entirely neglected by the associa- 
tion; and yet we all know that asserted abuses in the handling 
of shippers’ claims have long constituted the basis of discontent 
and complaint upon the part of shippers, and that to a large 
extent in the past the complaints have shown on their face the 
existence of prejudicial practices amounting to evils in the 
transportation system. Any investigation with a view to secur- 
ing remedial] results must be undertaken in a large way and 
with determination. A committee has been selected which is 
headed appropriately by a member of the Interstate Commerce 
Commission, and it is expected that the thorough investigation 
which will be had will itself produce such changes in carriers’ 
methods before the year ends as will remove many of the 
grievances now known to exist. 

“In another portion of this circular the president 
outlined the procedure of the committees and indicated 
a wish that the committee report might be completed 
on or before August 10 and submitted to the secretary 
on or before September 10. 

“From unavoidable causes your committee has not 
been able to follow the procedure suggested or to ac- 
complish all of the results that your president hoped 
for. It was expected by the committee that meetings 
in the nature of hearings, for consultation with the 
representatives of carriers, would be held, but such 
conferences have been found impossible. However, 
while we have been disappointed in this direction, we 
are able to report substantial progress. 

“That your president has not overdrawn the situa- 
tion in his announcement just quoted will be conceded 
by all who are at all familiar with the practical side 
of the transportation subject. Nevertheless, in order to 
get clearly in mind the nature of the problems pressing 
for solution, it may be permissible to advert briefly to 
the ‘asserted abuses’ to which the president has referred. 

“It is evident that defective or otherwise improper 
practices in the handling of claims may have either of 
two results, so far as the shipper is concerned—his 
undue advantage or his undue disadvantage. Consider- 
ing his disadvantages first, they may be roughly classi- 
fied as (1) the rejection of valid claims upon technical 
or other inequitable grounds, and (2) unwarranted de- 
lay in the investigation and adjustment of claims. 

“There is no question that the failure to act upon 
claims, their unwarranted rejection, and unnecessary 












delay in handling have deterred many shippers from 
presenting valid claims, and it is a not uncommon oc- 
currence for shippers, in preference to presenting claims, 
at attempt reprisals upon the carrier by withholding 
freight charges lawfully due. 

“A carrier is warranted in requiring that claims 
be accompanied and supported by evidence of validity; 
and it may properly establish reasonable rules govern- 
ing the manner of the presentation of claims. But it 
need scarcely be said that such requirements should 
affect all shippers alike, whether their business be 
great or small, or whether they be located at ‘com- 
petitive’ points or elsewhere. The shipper cannot com- 


plain if his claim is promptly returned to him for - 


necessary information which is peculiarly within his 
power to give, and no delay caused thereby can be 
charged to the carrier. But it is believed that much 
of the delay of which complaint has been and is being 
made is due to the defective methods of the carriers, 
and that overwork, carelessness, and incompetency are 
factors even more influential than are defective meth- 
ods. It is an undisputed fact that the claim depart- 
ments of many carriers are poorly equipped in working 
‘force, either in number or competency or both. Inves- 
tigators employed in claim offices are frequently so 
burdened with the mass of work that speed becomes 
to them more important than accuracy or thoroughness; 
their work is of course superficial, and claims must be 
repeatedly returned to them for information which 
should have been obtained in the first instance. In 
the many transfers of papers and the general con- 
fusion attending such methods not a few files are lost, 
necessitating duplication. At railway agencies, espe 
cially the smaller, where the tenure of the individual 
agent is usually brief, defective records, lack of personal 
knowledge, and a feeling of irresponsibility, as well as 
overwork, are fruitful sources of delay and defeat in 
the investigation of claims. The difficulties are in- 
creased when the nature of the claim requires investi- 
gation through other carriers. Under the rules of the 
Freight Claim association, of which most of the carriers 
in the United States are members, direct investigation 
with foreign lines’ agents is permissible, but the pro- 
vision is not mandatory, and, as. before stated, inves- 
tigation through agents is often unsatisfactory. 
“Respecting the settlement of claims in which more 
than one carirer is interested, the Interstate Commerce 
Commission has expressed itself as follows: 


We are advised that the delay in making repayment (of 
overcharges) is frequently due not to the failure to discover the 
overcharge, but to the efforts of the delivering carrier to ascer- 
tain before making the refund to the shipper which carrier par- 
ticipating in the movement is responsible. This is not a proper 
practice. The shipper is entitled to repayment from the carrier 
that has collected the freight charges as soon as it appears 
that an overcharge has in fact been made. When the refund 
has been made it is then that carrier’s duty to see which of 
the carriers that participated in the movement is responsible 
and charge it accordingly. When the overcharge has been dis- 
covered it should immediately be repaid by the carrier -that 
collected the charges, and this should be done whether a de- 
mand has been presented by the shipper of not. (Tyson & 
Jones Buggy Company vs. Aberdeen & Asheboro Railway Com- 
pany et al., decided December 7, 1909.) 


“The observance of this principle in the practice 
of carriers will no doubt result in a substantial reduc- 
tion in the number of claims and avoid much of the 
complaint that is now justly made. It is well known 
that many thousands of dollars of so-called ‘overcol- 
lections,’ for which, through oversight, ignorance of 
facts, or for other reasons, no claims are presented by 
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shippers, are annually absorbed in the freight revenues 
of carriers. 

“While thus criticising the carriers, the fact is not 
lost sight of that the shippers are not blameless in 
the creation of the present conditions. In many Cases 
claims are presented with full knowledge on the part 
of the claimants that they have no valid foundation; 
and in many other cases the amounts claimed are 
knowingly in excess of the amounts justly recoverable. 
Thus, through unjust and inefficient treatment on the 
part of the carrier and unjust claims on the part of 
the shipper, both have come to approach the matter 
of claims in an antagonistic and retaliatory spirit, which 
will only be dispelled by a realization on the part of 
both that undue advantages obtained through claim 
settlements are as obnoxious to the law as any other 
form of discrimination. 

“Before leaving the subject of the shipper’s re- 
sponsibility, reference should be made to the slovenly 
manner in which many packages are prepared for ship- 
ment. In a pamphlet entitled ‘Packing for export,’ 
issued by the Department of Commerce and Labor, 
there are many significant and instructive comparisons 
of the methods of packing like commodities in different 
countries, the United States ranking lowest in this re- 
spect. Carriers may properly refuse to accept for ship 
ment packages that are not properly packed or marked, 
and perhaps should be compelled to do so. A reform 
in this direction, followed by more efficient supervision 
of employes of carriers, would do much to relieve the 
situation. In this latter connection, it is suggested that 
if the settlement of loss and damage claims were dele 
gated to the transportation departments of railways, 
or if the reports of such settlements were forcefully 
brought to the attention of the transportation officials 
who have direct charge of station and train employes, 
improvement in the carriers’ handling of shipments 
might be expected. 

“We next consider the undue advantages which may 
accrue to a shipper through defective claim methods of 
carriers. 

“To a shipper seeking a pecuniary advantage over 
his competitors, or to a carrier desiring to extend such 
advantages to him, it is comparatively unimportant 
whether such advantage come through a concession in 
the freight rate or through the payment of a fictitious 
or excessive claim for loss, damage, or overweight; 
and such a result may be reached through the neglect 
of the carrier to make proper investigation as_ well 
as through the intentional payment of claims known 
to be worthless. As the avenues for discrimination are 
closed or obstructed in other directions, it may rea 
sonably be expected that shippers and carriers that 
seek to evade the spirit of the law will endeavor to 
make use of a channel which may seem as yet ut- 
obstructed. The payments for loss and damage (to 
freight during the fiscal year ending June 30, 1909, 
amounted to about $25,000,000—about 1% per cent of 
the total freight revenue. It may be assumed that 
some portion of this heavy tax is not a proper charge 
upon the transportation of the country. This belief 
is not based merely upon rumor or conjecture. 1n- 
formation has come to the Interstate Commerce Com 
mission, through its examining agents, of many in- 
stances of claims paid with only perfunctory investiga 
tion, or apparently none at all. Numerous claims {or 
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shortage are paid without evidence that the freight 
claimed to be lost was delivered to the carrier for 
shipment. Notations on freight bills indicating loss or 
damage are accepted by the carriers as authentic, with- 
out verification. Tariffs covering so-called transit privi- 
leges are frequently overridden. In short, it may be 
stated that all of the evils generally attributed to the 
claim situation have been found to exist. 

“Enough has been said to indicate the necessity 
of improvement, perhaps we are justified in saying 
reform, in the processes by which adjustments are made 
through the medium of shippers’ claims. It is evident 
that the problem is complex. An investigation of the 
causes of the present unsatisfactory conditions suggests 
general treatment rather than specific. Certain ele- 
example, the inefficiency of carriers’ em- 
ployes, cannot be dealt with through rules or legisla- 
tion, or, at best, only indirectly. Other elements, such 
as the manner of presentation and some of the essen- 
tials of investigation, are 
through prescribed rules. 

“On May 10, 1909, Mr. Henry C. Adams was au- 
thorized by the Interstate Commerce Commission— 


ments, for 


susceptible of regulation 


to take up for study and subsequent report to the Commission 
the general question of the prescribing by the Commission, of 
accounts, forms, records and memoranda to be used by carriers 
in connection with the investigation and settlement of loss and 
damage claims, and the manner in which they shall be inves- 
tigated by carriers before payments are made. 


“Pursuant to this authorization, Mr. Adams has 
consulted with the conference committee of the Freight 
Claim association, and has submitted a memorandum 
report outlining the progress made, and making ten- 
tative suggestions as to action by the Commission look- 
ing to statistical reports of claim payments and the 
more efficient treatment of claims by carriers. Most 
of these suggestions important questions of 
jurisdiction or policy, decision of which Mr. Adams 
considers a necessary precedent to further consideration. 

“Just how far a commission may go in imposing 
rules and regulations upon carriers with respect to the 
performance of their duty in adjusting claims is yet 
an open question. It seems evident, however, that 
should the doubts continue and should their effect be 
the continuation of the present demoralized condition, 
it may confidently be expected that all question as to 
the jurisdiction of the Commission in these matters 
will be removed by additional legislation. 

“In view of the uncompleted work before the com- 
mittee, the future direction of which will depend largely 
upon the decision in cases now pending, it is requested 
that the committee be continued. Should the Interstate 
Commerce Commission decide to promulgate rules for 
the guidance of carriers in any of the different direc- 
tions suggested by Mr. Adams, the operation of such 
rules will be carefully watched, and it is hoped that at 
our next convention we shall be able to lay before you 
a report of definite and substantial results. 

“JAMES S. HARLAN, Chairman. 
“A. C. CLAUSEN. 

“B. A. ECKHART. 

“MARTIN S. DECKER. 
“CHARLES MURPHEY. 
“CASSIUS L. GLASGOW. 

“H, J. WINNETT.” 


involve 
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LAY DOWN RATE-MAKING RULE 





Committee of National Association of Railway Com- 
missioners Discuss Principles Involved—Offer 
Suggestions on Mileage Scale 





Washington, D. C., November 18.—Repeating the 
assertion that no hard and fast rule can now be made 
which will equitably take care of all rate conditions, 
the committee on rates and rate-making reported to 
the National Association of Railway Commissioners this 
week its conclusions and suggestions on the subject 
and took up in detail the question of constructing a 
mileage tariff for class traffic on the so-called per- 
centage basis. 

The complete report of the committee follows: 

“Your committee on rates and rate-making has 
found it difficult to determine what line of thought 
its report should take. This difficulty is due tp the 
fact that probably no field of thought is broader or 
furnishes more varied problems than that of what the 
carriers of the country shall receive for the services 
rendered their patrons. This is not only a big ques- 
tion, but it is a burning question, and one that not 
only invites, but demands, the constant study of those 
charged with the duty of making and supervising the 
schedules of charges, and likewise invites the interest 
of those who receive the service and pay the freight. 
The concern of the shipper grows year after year as 
he comes to know that the matter of transportation 
expense is a very considerable item in his business, 
be that business whatever it may, so long as the com- 
modity in which he deals is either brought to him or 
carried to his customer by a public carrier. Year by 
year competition between commercial or distributing 
centers has increased, and this, together with the large 
increase in the number of manufactured articles and 
the various methods of preparing both fancy and staple 
goods for the market, enabling the purchaser or con- 
sumer to substitute one article for another or giving 
him a wider range of choice, has brought the merchant’s 
margin of profit to a narrowness whereby he is con- 
cerned as never before about his expense of operation; 
and where some years ago a merchant or other shipper 
or receiver of freight would pay with little, if any, 
questioin as to the correctness of the charges billed, 
whatever expense the carrier presented him bill for, 
he now, realizing what an important factor transporta- 

tion expense is in the conduct of his business, care- 
fully examines all such expense bills that he may 
avoid the payment of any charge in excess of that 
which is lawful. Many merchants, manufacturers, and 
other business enterprises now have rate men regularly 
employed whose duty it is not only to see that all such 
expense with which their respective industries are 
charged is properly assessed, but likewise to keep in 
touch with the rates and all other transportation ques- 
tions in which they are interested. By reason of these 
and other such conditions, the country is ever awake 
to the transportation problems, and the state commis- 
sions and the Interstate Commerce Commission all are 
more busily engaged than ever before, and their work 
is increasing every year. Trade organizations are daily 
considering the question, always, and naturally so, with 
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.a view to increasing the opportunity of their members 


to use the facilities of the transportation companies 
to better advantage and at less expense; manufacturers, 
merchants, and others daily wrestle with this great 
question, each defending some right which he has, or 
demanding some privilege to which he thinks he is 
entitled; public men, whether actuated by good motives 
or otherwise, are constantly agitating the subject; the 
railway officials, ever alert to protect the interests 
which they represent and always desirous of increasing 
the revenues of their companies, have this great prob- 
lem at all times in mind and at hand; and thus those 
who are charged with the responsibility under the law 
to supervise and regulate the relations between the 
carriers and those whom they serve are greatly in- 
terested to know how they can best comply with the 
obligations which rest upon them. 

“Various are the ideas of those who study the ques- 
tion as to what is the best plan upon which reasonable 
and just rates can be made. Some contend that this 
end can be reached by scientific methods; that by 
mathematical calculation a transportation cost-unit can 
be ascertained which can be applied to the different 
articles of commerce according to their relation one 
to the other or in the proportion which each should 
bear to the total transportation expense, and that by 
another scientific method the value of the property 
devoted to the public use can be ascertained; that 
with the cost-unit and valuation so ascertained, a fixed 
rate of compensation which the property in hand should 
be allowed to earn could then be readily determined 
and worked to. This is called the cost of the service 
basis. Others contend that the proper basis to work 
from is the value of the service. Others that rates 
should be as high as the traffic will bear. Some believe 
that just and reasonable rates are such as will allow 
traffic to move freely, affording to the carriers not less 
than they are entitled to under the law and yet will 
not be such a tax upon the articles shipped as to in- 
terfere with a free and reasonable handling thereof by 
the shipping public. 

“Each one of the plans. here enumerated seems 
plausible at first thought, and yet much can be said 
against each one of them. Some of them are wrong 
in principle, while others are impractical. The courts 
have held that the basis of all calculations as to the 
reasonableness of rates to be charged by a corporation 
maintaining a highway under legislative sanction must 
be the fair value of the property being used by it for 
the convenience of the public. This rule cannot be 
applied intelligently except upon the value of the prop- 
erty as a whole. How can this principle be applied 
to an individual rate or to a rate for some service 
where only a part of the property of the carrier is 
employed? If the business of the carrier was confined 
to a single character of service, or if in the performance 
of its service to its patrons it brought into play in 
every instance all of its property, it could be ascer- 
tained with a degree of accuracy what proportion of 
the total expense of operation any given service con- 
sisted. But where the property of the carrier extends 
over and through a large number of states, and where 
its business is not confined either to state or interstate 
business, or to any one commodity, but where it daily 
carri:'s shipments of hundreds of different commodities 
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between its hundreds of stations, and where the quan- 
tity of movement in any given commodity and between 
any given stations is constantly changing, and with 
those changes a constant change in the proportion of 
its property used, how difficult it is to ascertain what 
charges are just and reasonable on the fair-return-on- 
value basis. The apportionment of the total value of 
the property of any carrier according to the property 
used in a specific instance upon an exact basis is im- 
possible, and if it is impossible to determine exactly 
the value of the property employed in a given case 
and to get at the value as nearly as possible some al- 
lowance is made somewhere along the line in the 
scientific working out of rates; the science falls with 
the allowance. And to what extent will any known 
science help in making rates which are affected by 
water competition or commercial conditions which often 
times necessarily disarrange any fixed method of making 
rates? But granting that reasonable and just rates 
can be reached by scientific methods, if this theory 
is to be observed with every change in value of the 
property devoted to any given service, the charges 
for that service must be correspondingly changed, and 
the task of making rates in this manner would hardly 
be finished in any case when by reason of changed 
conditions revaluations and new rates would have to 
be made. Thus the plan is impractical, even if it 
should enable the making of rates in such manner as 
that the property employed in each and every instance 
would earn its fair return. 

“As to the value-of-the-service theory, and the plan 
of making rates as high as the traffic will bear, and 
the plan of making such rates as will permit of a free 
movement of freight and free business intercourse be- 
tween the patrons of the carrier and the general public, 
hardly more than one valuable thing could result were 
these plans adopted and practiced, and that would be 
improved service, because of the carriers being certain 
to receive such returns from their operations as to 
enable them to furnish the best of service and facilities. 
We must all admit that traffic will move, it must move, 
and while its movement would undoubtedly be increased 
or lessened according as the tariffi was low or high 
it is impossible to determine whether the service re- 
ceived by the patron of a carrier in any given case is 
worth what he pays for it. The rate on shoes from 
Boston and other manufacturing and distributing cen- 
ters to points in the southeast might be increased or 
decreased 50 per cent and yet that action would in 
no wise affect the selling price of a pair of shoes. The 
value of the transportation service in this case could 
not determine the reasonableness of the changed rate, 
because the shoes are going to move; it is even under 
the increased rate cheaper to ship them than to secure 
their delivery at destination by any other means. The 
reasonableness of the changed rate cannot be deter- 
mined upon the theory ‘all that the traffic will bear,’ 
because if the rate was even higher this commodity 
would move. Its reasonableness could not be deter- 
mined by the free business intercourse between dealers 
in shoes and the final purchasers thereof, because the 
price of the shoes would in no wise be affected so 
far as the purchaser is concerned, and the increased 
cost per pair to the merchant would be so small that 
his ability to sell shoes would not be impaired. The 
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same would be true with all articles of commerce in 
varying degrees. 

“Now, while this would be true, the carrier, if 
every rate was thus increased, might be receiving un- 
reasonable returns upon its investment. Just: here it 
might well be stated that the question which rate- 
making authorities ought to consider is not merely the 
saving of railway companies from bankruptcy, but where 
the service rendered by the carrier is altogether sat- 
isfactory let not the giver of the service be envied a 
remunerative measure of profit. 

“Your committee offers for the consideration of this 
convention the following suggestions for the making of 
a mileage tariff and for the making of a classification 
of freights and special or commodity rates not based 
on a mileage scale, but made to meet such competitive 
conditions of transportation or commerce that may be 
found to exist: 

“1, Adopt a mileage tariff by fixing first class, and 
then arrange all other classes on a percentage relation 
to first class. 

“2, Adopt a classification to govern the tariff by 
classifying such articles as are universally accepted to 
be articles of first-class freight, and then classify all 
other articles in relation thereto. 

“3. Wherever transportation or commercial condi- 
tions make necessary a departure from the mileage- 
tariff basis, adopt special or commodity rates. 

“Taking up the suggestions in the order named, your 
committee begs to refer to a statement which it has 
prepared and which is attached to this report, showing 
the first-class distance rates applying in the states of 
Illinois, Iowa, Missouri, Minnesota, Wisconsin and 
Georgia, and as well first-class mileage rates as found 
in mileage tariffs of several railway companies. This 
statement shows the methods employed by the framers 
of the several tariffs in increasing the rate as the 
mileage increases, and also shows the rate per ton 
per mile for the various distances given. The tables 
indicate how varied are the methods used in building 
mileage tariffs; some of them will, by reason of the 
consistency with which rates are increased with in- 
creased distances, be of value to the members of 
this association in considering their own mileage tariff, 
while others by reason of their inconsistency in the 
respect above stated show the need for thought along 
this line. It will be noted that in some of the tariffs 
the rate per ton per mile for longer distances is some- 
times greater than for shorter distances, due to the 
lack of a constantly increasing rate with the increased 
distance. No fixed terminal charge or minimum dis- 
tance rate can be recommended by your committee, 
nor can any fixed constant quantity or ascending unit, 
to be added with increased distance, be suggested for 
all states or territories, as each mileage tariff will have 
to be suited to the peculiar conditions obtaining in 
the territory in which it is to be used. But your com- 
mittee is well fixed in its opinion that in building a 
tariff the terminal charge or minimum-distance rate 
should be fixed and increased in a consistent manner 
throughout. A state commission having thus estab- 
lished its mileage tariff, let it be its standard, upon 
which every road in the state shall base its charges, 
and thus save the necessity of fixing a separate tariff 
for each. If in the state there are roads of different 
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earning capacity, and which require different schedules 
of rates, adopt a classification of the roads according 
to their ability to apply the standard tariff, and to 
those that cannot live under the standard give a per- 
centage above it. For instance, if there are only a half 
dozen lines over which the standard would reasonably 
apply, classify them as class A roads and require the 
observance by them of the standard tariff only. If 
there are a half dozen other lines of a slightly less 
earning capacity, and which could not profitably op- 
erate under the standard, classify them as class B, and 
allow them to charge, say, 10 per cent above the stand- 
ard, or whatever other percentage is found to be rea- 
sonable and just. And in like manner carry this classi- 
fication of the lines out through classes C, D, BE, ete., 
or as far as may be necessary to provide for all the 
roads in the state, giving to each such relation to the 
standard as its peculiar conditions require. 

“As to the arrangement of all other classes upon 
a percentage relation to first class, your committee 
believes that this will meet with favor from everyone 
familiar with tariffs, and as well from all who have 
given any thought to the subject. In a vast majority 
of tariffs no rule of this kind has been observed, and 
in consequence the tariff itself has the effect of making 
a further differentiation in rates on the various articles 
of freight which is intended to be taken care of by 
the freight classification exclusively. The classification 
should provide for the proper relation of one com- 
modity to the other, and this is the purpose of the 
classification. Then, why should a further differentia- 
tion be made in the tariff? The proper relation of one 
article to another having been fixed in the classification, 
this relation should not be changed by the tariff, which 
will be done unless a percentage scale relation is main- 
tained in the several classes. 

“The following illustrations taken from the present 
Nebraska and Georgia mileage tariffs for the classes 
shown indicate how variable the percentages between 
classes run, and how a further classification or dif- 
ferentiation of articles taking the different class rates 
is made by the tariff for the distances shown: 


NEBRASKA. 
a Classes 
Miles— 1 &.3 £@£-°§ A 2 6 eae 
PES ee er pear! 100 87 79 67 46 46 37 33 25 15 
> cites Wels wiiitta Cando saat obedl 100 91 80 68 53 53 35 29 23 14 
EOE ca dk svg amet eedae Sel eeN 100 85 76 65 55 45 32 28 20 13 

GEORGIA, 

HH ———— Classes —————————____—___—_ 
Miles— 1 2 Sa '(@ BY 4a 2 2B Be se SS 
Eaters 100 90 80 70 60 50 50 50 35 30 60 70 25 70 
ere > 100 90 83 73 60 43 43 43 28 26 60 58 23 7% 
100 ........100 88 77 66 51 40 40 40 25 24 51 51 18 66 


“The Minnesota and Washington commissions em- 
ploy this principle in their mileage tariffs and use the 
following percentages which the several classes shall 
bear to first class: 

Minnesota Washington 


Class Per Cent Per Cent 
nie Hie R bes 0 betes ob we oldies 0 100 
TD: SUES Raho bid 0 ddU ke ows 6 Obes ode we 83% 85 
Brg cSetib hawt Abies iatewcewesmia eee 66% 70 
Bi cee Weh ee deemenvbens 0460660ed eevee 50 60 
Line edo Kerilgchbs bids 0-cne een toe 40 50 
Ge Gli dtenetieed season ennten@adewe 45 50 
it Ait tein bnibbe tineccwee eeehae dae 35 40 
ER PENS Te SE eo ae 30 30 
ih hoe: ai OL anata gain nity wien hears 25 25 
ce 8 Be SNE SER Se ee ere rd 20 20 


“It will be observed that the percentages used by 
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the two commissions named differ on 6 of the 10 classes. 
This, however, does not argue against the principle 
of a fixed relation of all the classes to first class 
throughout the entire length of the tariff. One of the 
other may more nearly approach perfection, and at the 
same time both of them might be correct, as each 
might be properly suited to the conditions obtaining 
in the territories where they apply. As in the case of 
fixing first-class rates, no one rule can be observed 
by all of the states, so in the percentage class relations 
can no one rule be followed. In the Western Classifi- 
cation there are 10 classes; in Official Classification 
there are only 6 classes; in Southern Classification 13 
classes; and in some of the state commission classifi- 
cations there are 22 classes. So it would be impossible 
to fix any one percentage relation for the several classi- 
fication territories, but the tariffs applying in each 
should be made so as to maintain the same relation 
between each class and first class for all distances 
shown by the tariffs. 

“As to the freight classification, it is by no means 
difficult to reconcile all of the classifications, so far 
as articles classified first class are concerned, most 
of the classifications being agreed as to what articles 
should be rated first class. Having determined the first- 
class articles of freight, the next question is to classify 
all other articles with relation thereto. In doing this 
the rate maker will, of course, keep in mind the value 
of the commodity being classified, its weight, bulk, 
susceptibility to damage, and whatever peculiar in- 
fluences might be found present in any given case 
that do not come within the several essential influences 
just stated. 

“Special or commodity rates must, of course, be 
made to meet whatever peculiar demands suggest them, 
having in mind at all times the effect which the special 
rate under consideration will have upon other interests, 
to the end that no unjust discrimination shall result 
either against persons or places. 

“In doing all of these things your committee is of 
the opinion that no fixed rule can be observed, but 
that, after all, as in the successful doing of all things, 
it is a matter of judgment based on experience. Rate- 
making is no new work. Tariffs and classifications 
after the same fashion used to-day were in effect many 
years before any state created a railroad commission. 
It is not a matter of experiment now. The experi- 
mental period has passed. The same system now em- 
ployed has been in use since the early history of rail- 
road operations. If no rate had ever been made, and 
we were now called upon to invent some rate-making 
plan, scientific methods of mathematical calculations 
might then serve our purpose well. But we have seen 
how the existing plan works, where it fits well, and 
where it does not, and, as above stated, it is a matter 
of judgment, supported by an honest purpose to keep 
the good and remove the bad. 

“Respectfully submitted. 

“GEO. F. MONTGOMERY. 
“ROBERT R. PRENTIS. 
“C. F. STAPLES.” 
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APPENDIX. 
FIRST-CLASS MERCHANDISE DISTANCE RATES. 
—— Georgia ——- —- Minnesota -— —— Wisconsin — 
Rate Rate Rate 
Rate As- Per Rate As- Per Rate Per 
Per Ton Per cend- Ton Per cend- Ton 
100 Per 100 ing Per ing, Per 
‘ Lbs. Unit Mile Lbs. Unit Mile . Unit Mile 
Cents Cents Cents Cents Cen's 
Distance 
$3 48.00 12.0 1.0 48.00 .0 woe 36.00 
4 32.00 13.0 1.0 25.96 .0 3.0 24.00 
2 24.00 14.0 1.0 18.61 .0 3.0 20.01 
2 20.00 14.9 9 14.94 .0 3.0 18.0 
2 17.60 15.9 1.0 12.73 5 2.5 16.4 
2 16.00 16.9 1.0 11.27 5 2.0 15.00 
2 14.85 17.9 1.0 10.22 5 2.0 14.01 
1 13.50 18.9 1.0 9.44 5 2.0 13.25 
2 12.88 19.8 9 8.82 28.0 15 12.44 
1 12.00 20.8 1.0 8.3% .0 1.0 11.6( 
2 11.63 21.8 1.0 7.92 .0 1.0 10.91 
1 11.00 22.8 1.0 7.59 .0 1.0 10.33 
2 10.76 23.8 1.0 7.31 2.0 1.0 9.85 
1 10.28 24.7 9 7.07 33.0 1.0 9.43 
2 10.13 25.7 1.0 6.86 0 1.0 9.07 
1 9.75 26.7 1.0 6.67 5.0 1.0 8.75 
2 9.64 13 ae * 6.51 35.5 5 8.365 
1 9.33 28.7 1.0 6.3 5 1.0 8.11 
2 9.26 29.6 9 6.24 1.0 7.89 
1 9.00 30.6 1.0 6.12 1.0 7.70 
3 9.14 31.6 1.0 6.02 1.0 7.52 
0 8.72 32.6 1.0 5.92 1.0 7.36 
3 8.87 33.6 1.0 5.84 1.0 7.22 
0 8.50 34.5 9 5.75 1.0 7.09 
3 8.64 35.5 1.0 5.68 5 6.88 
0 8.30 36.5 1.0 5.62 5 6.62 
3 8.44 37.5 1.0 5.56 5 6.44 
0 8.14 38.5 1.0 5.50 5 6.28 
3 8.27 39.4 9 5.43 5 6.14 
0 8.00 40.4 1.0 5.39 5 6.04 
2 8.00 41.4 1.0 5.3 5 5.87 
0 7.75 42.4 1.0 5.30 5 5.75 
2 7.75 43.4 1.0 5.26 6 5.64 
0 7.53 44.3 9 5.21 5 5.53 
2 7.54 45.3 1.0 5.18 5 5.37 
0 7.33 46.3 1.0 5.14 5 5.28 
2 7.35 47.3 1.0 5.11 5 5.19 
0 7.15 48.3 1.0 5.08 5 5.11 
2 7.28 49.2 9 5.04 5 5.03 
0 7.00 50.2 1.0 5.02 1.0 5.00 
1 6.76 51.2 1.0 4.88 2.0 4.95 
1 6.54 52.2 1.0 4.75 1.5 4.86 
1 6.34 53.2 1.0 4.63 1.5 4.80 
1 6.16 54.1 9 4.67 1.5 4.70 
1 6.00 55.1 1.0 4.41 1.5 4.64 
1 5.84 56.1 1.0 4.31 2.0 4.61 
1 5.70 57.1 1.0 4.23 1.5 4,5 
1 5.57 681 1.0 4.15 1.5 4.50 
1 5.44 59.0 9 4.07 2.0 4.48 
1 5.33 60.0 1.0 4.00 1.5 4.43 
1 5.22 61.0 1.0 3.93 id eas 
1 5.12 62.0 1.0 3.87 
1 5.03 63.0 1.0 3.82 
1 4.94 63.9 9 3.76 
1 4.85 64.9 1.0 3.71 
0 4.72 65.9 1.0 3.66 
0 4.62 66.9 1.0 3.62 
3 4.63 67.9 1.0 3.57 
0 4.51 68.8 9 3.53 
0 4.40 69.8 1.0 3.49 
3 4.43 70.8 1.0 3.45 
0 4.33 70.8 1.0 3.3 
0 4.23 71.8 1.0 3.34 
3 Sat.. 78 18 3.26 
0 4.17 72.8 1.0 3.23 
0 4.08 72.8 1.0 3.17 
oy ad g 73.7 9 3.13 
73.7 9 3.07 
74.7 1.0 3.05 
. . ye 74.7 1.0 2.99 : Sen 
——-Illinois-—— Iowa ———Missouri———_ 
Rate Rate Rate 
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100 Per 100 ing Per ing Per 
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Cents Cents Cents Cents Cents Cents 
Distance 
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S seen ee 9.0 1.5 45.00 ead a aae.% ox Ae 
5 me — akitea 14.0 «vw “8600 ne 60.00 
6 --10.5 1.5 365.00 pen “am maine a Lap 
10 12.0 1.5 24.00 14.8 0.8 29:60 3.0 36.00 
15 13.5 1.5 18.00 15.6 -8 20.80 2.0 26.67 
egal 15.0 1.5 15.00 16.4 -8 16.40 2.0 22.00 
Oe iccakiae 16.5 1.5 13.20 17.0 -6 13.60 2.0 19.20 
Pee tae” Beet ee 6° 11.73 1.0 16.67 
Oe Sietiwe 19.6 26° 3.30 183 -6 10.40 2.0 15.43 
BOs deen es 21.1 15 410.55 18.8 6 9.40 1.0 14.00 
. eer -~ 22.6 1.5 10.04 19.4 6 8.60 1.0 12.00 
| ge ae r 23.3 on 9.32 20.0 6 8.00 1.0 12.00 
it . st bhiot 24.1 8 8.76 20.4 4 7.42 1.0 11.27 
Oe ad ied 24.8 ss 8.27 20.8 4 6.93 1.0 10.67 
. ar 25.6 8 7.88 21.2 4 6.52 1.0 10.15 
, iP Re. 26.3 A 7.51 21.6 4 6.17 1.0 9.71 
BO ei diex 27.1 8 7.16 22.0 4 5.87 1.0 9.33 
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B40 = 0c ce ones 71 1 5.92 66 3 5.50 
MO 6:60 he's ie - 12 1 5.88 69 3 5.63 
MEOy Wevacedes 73 1 5.84 69 3 5.52 
BED coccsyous 74 1 5.80 69 3 5.41 
BOO - env cudees 75 1 5.77 69 3 5.31 
BOO cvccovues 76 1 5.73 2 3 5.43 
SCO voscvtues 77 1 5.70 2 3 5.33 
SEM.  evbeneoee 78 1 5.67 72 3 5.24 
ee 79 1 5.64 2 3 5.50 
BED i cssdeds 80 1 5.61 75 3 5.26 
, ee 81 1 5.5 75 3 5.17 
BOD cvcvvecis 82 1 5.56 75 3 5.09 
+ 83 1 5.53 75 3 5.00 
BOO censicvoss 84 1 5.51 78 3 5.11 
ee 85 1 5.48 78 3 5.03 
Baer? 86 1 5.46 78 3 4.95 
ere 87 1 5.44 78 3 4.88 
ATS 88 1 5.41 81 3 4.98 
SSO»... civeccct 89 1 5.3 81 3 4.91 
BE - woncectees 90 1 5.37 81 3 4.83 
Ce 91 1 5.35 81 3 4.76 
Mee 92 1 5.33 84 3 4.87 
ee Eee 93 1 5.31 84 3 4.80 
BBB cccccecce 94 1 5.29 84 3 4.73 
BED nce cceses 95 1 5.28 84 3 4.66 
BOO Kash vows 96 1 5.26 87 3 4.77 
BUG! astsecces 97 1 5.24 87 3 4.73 
SIO vc cscwvce 98 1 5.23 87 3 4.72 
SOD. - Sc cvcccies 99 1 5.21 87 3 4.58 
SOO.  coceveces 100 1 5.19 90 3 4.68 
SOU caveccnds 101 1 5.18 90 3 4.61 
reer ee 102 1 5.16 90 3 4.56 
ee ee ee 103 1 5.15 90 3 4.50 


To Discuss Long and Short Haul 


Washington, D. C., November 18.—The Interstate 
Commerce Commission has announced that it will hold 
a meeting here November 28, for the consideration of 
the following questions arising under the new fourth 
section of the Act to regulate commerce: 

“1. Does this section apply to export and import 
rates, transshipment rates, proportional rates, excursion 
rates, commutation rates, or any of them? 

“2. Is it a violation of this section if a carrier 
maintains rates which are in conformity with the rule 
of the fourth section, and in connection therewith pro- 
vides for absorption of switching charges on competitive 
business but net on non-competitive business, with the 
result that the rate from the more distant competitive 
point, minus the switching charge which is absorbed, 
makes a total charge less than that on like shipment 
from a shorter distance, intermediate, non-competitive 
point, plus a switching charge which would have to be 


paid on the non-competitive business to reach the same 
delivery point? 


“9 
o 





If a carrier has been given authority to main- 
tain from the non-competitive intermediate points rates 
higher than from more distant competitive points, and 
a new intermediate station is opened, would it violate 
this section of the act, or the permission, if the carrier 
established rates to and from the new station the same 
as, or in harmony with, the rates to and from the near- 
est intermediate station? 

“4. If a carrier is authorized to maintain rates to 
or from a given point, which are not in conformity with 
the fourth section, and it constructs a branch-line con- 
nection with the main line at such point, and establishes 
rates to and from stations on such branch line by add- 
ing locals or arbitraries to the rates to and from the 
junction point, would such branch-line rates be in viola- 
tion of the law or the permission?” 

The Commission will not, however, consider at this 
session the merits of any individual application for re- 


lief, but only the meaning and application of the section 
in the respects above mentioned. 








726 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 





HITS POLITICAL COMMISSIONS 


Committee of National Association of Rail Com- 
missioners Scores Character of Some 


of the State Boards 








Washington, D. C., November 18.—A severe arraign- 
ment of some of the state railroad commissions, the 
charge that some follow the lines of the most votes in- 
stead of justice and the suggestion that the character 
and dignity of the work done by many of the state 
boards could be considerably enhanced if the commis- 
sions were reorganized along strictly non-political and 
meritorious lines is embodied in the report. submitted 
to the twenty-second annual convention of the National 
Association of Railway Commissioners by its committee 
on the powers, duties and work of the state railway 
commissions. 

This document, so uncompromisingly uncomplimen- 
tary to some of the state regulative bodies, reads as 
follows: 

“In the circular issued by the executive committee 
it is suggested that the ‘work’ of the commissions be 
not comprehensively treated in our report, but that 
this matter be left open for special reports by the vari- 
ous committees themselves, upon a call of the states 
at the next convention. The executive committee, how- 
ever, did suggest that we prepare a digest of state 
statutes showing what the powers and duties of the 
respective commissions are. Such a report was to con- 
stitute a supplement to a similiar report prepared by 
the Interstate Commerce Commission several years ago. 

“While it would have given us much pleasure to 
comply with the suggestion of the executive committee, 
none of us felt that we had at our disposition the time 
and money necessary for so large an undertaking. 

“A number of suggestions emanating from members 
of this committee have been made, which were very 
excellent in themselves, but which apparently encroached 
upon lines of inquiry of other committees of this con- 
vention. Incidentally, it may be remarked that this 
matter of overlapping in the work of the different 
committees appears to be quite a serious difficulty, 
sometimes resulting in needless duplication and conse- 
quent waste of effort. Possibly the time has come when 
a regrouping of the work of the respective committees, 
or perhaps a more or less radical change in the arrange- 
ment of the work of the convention and its annual 
program, might advantageously be adopted. 

“In view of the relation of this committee to the 
many other committees, it occurs to us that we can 
do nothing more profitable than to enunciate a few 
generalities relating to the inner organization of state 
commissions. While we are not advised with respect 
to the organization of all of the state commissions, 
sufficient information is before us to suggest that in 
many instances the character and dignity of the work 
of state commissions could be greatly enhanced through 
a change in their respective organizations. 

“It should be too late in the day to advocate the 
proposition that every commission should be organized 
on the basis of merit. Unless we have been misinformed 
regarding types of organization still extant, there is 
much need for placing emphasis upon this simple ele- 
mentary proposition. Whatever public money state com- 
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missions expend cannot be economically and efficiently 
spent unless every dollar thus expended is made to 
secure the very best service available at the time under 
the prevailing circumstances. Economy and _ efficiency 
in the administration of the office is obviously impos. 
sible under any system of political patronage. We recall 
an instance where a member of a state commission had 
recommended to him for employment an expert to do 
the particular work in which his commission was inter. 
ested, but whom he was not permitted to employ, on 
the ground that the expert did not belong to the domi- 
nant political party. This commissioner complained that 
in his office, everybody, from the janitor up, was obliged 
to be a member of the party in control and that no 
appointment could be made from outside the ranks. 

“Entirely aside from other considerations, the as. 
sertion may be ventured that no political party em. 
braces within its membership a monopoly of talent in 
any one particular line of endeavor, and proper selec- 
tion of employes in any department of railway com: 
missions cannot be made if party or any other similar 
arbitrary lines have to be adhered to. The Constitution 
has long forbidden the imposition of a religious test for 
public office, and for the efficient work of state com- 
missions the imposition of political tests is as obnoxious 
as the imposition of a religious test. More than this, 
not only should commissions not be limited to special 
party affiliations in the selection of their staff, but they 
should be permitted freely to go outside of the borders 
of their respective states in order to get the kind of 
help they need if they cannot secure sufficient satis- 
factory assistance in their respective states. A com- 
mission should feel free to go wherever it pleases to 
employ its help, with the sole aim of getting the most 
competent force for the money which it can expend. 

“The work of state commissions, irrespective of 
technical differences in the wording of statutes, should 
develop more and more along investigative lines. Every 
problem before a commission should be regarded as 4 
problem for investigation and analysis. Every conclu- 
sion of a state commission should rest upon an analysis 
of the actual facts, and an analysis as thorough as it is 
possible to make. Conclusions which rest upon such al 
analysis of facts must prevail in the long run, irre 
spective of the particular direction in which they act. 
It should be beneath the dignity of every state com- 
mission to balance its decisions in such a manner as 
to maintain an equilibrium between adverse and favor- 
able decisions in the same manner that boys agree upon 
their bargains with marbles. A commission must travel 
fearlessly with truth, and not with votes. We have 
heard it said that years ago a certain commission trav- 
eled with truth as long as truth and votes traveled in 
the same direction, but that when the two parted com- 
pany the commission traveled with votes. In the long 
run votes will doubtless go with truth, and every action 
of a commission which caters to political feeling, preju 
dice, or expediency, taints the path of truth. If com 
missions will take care of their work, the ballot will 
protect this work.” 


SUSPENDS WASHBURN TARIFF. 
Washington, D. C., November 18.—The Interstate 
Commerce Commission has issued an order suspending 
until March 1, 1911, Washburn’s I. C. C. No. 76, advancing 
rates to and from New Orleans. 
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TARIFF SIMPLICITY GAINING 





Clarification of Rate Schedules Has Made Great Prog- 
ress Within Last Three Years—Still Con- 
siderable Room for Improvement 





Washington, D. C., November 18.—That there has 
been great progress in the simplification of tariff issues 
within the last three years was officially declared by 
the committee on simplification of railway tariffs of the 
National Association of Railway Commissioners in its 
report to the twenty-second convention of the associa- 
tion this week. At the same time, it declared that 
there is still great room for improvement, and it was 
suggested that the commissioners still maintain a com- 
mittee to assist in working out a solution of the problem 
of rate schedule clarification. 

The report of the committee is as follows: 

“The highest degree of simplicity in the preparation 
of railroad tariffs is universally desired, and should 
be attained. The angles from which the subject may 
be approached are infinite in number and a multitude 
of details suggest themselves in connection therewith. 
Tariff construction proceeded for years uninfluenced and 
unrestrained by any uniform regulations, and each tariff- 
issuing office has followed ideas of its own. The agents 
and patrons of a certain carrier or in a certain ter- 
ritory have become accustomed to the methods adopted 
by that carrier or in vogue in that territory, and, nat- 
urally, they incline strongly to the view that those 
methods are better than others. The difficulty in getting 
uniform action rests primarily in the difficulty of getting 
uniformity of thought or conviction. 

“Your committee has given much thought and at- 
tention to this subject. At a meeting held in May, 
1910, it was decided that for the next meeting con- 
ference with representative traffic officers of carriers in 
different sections of the country and also with repre- 
sentatives of associations of shippers would be invited. 

“Pursuant to that plan, Messrs. L. Green, of the 
Southern railway; James Webster, of the New York 
Central lines; F. P. Eyman, of the Chicago & North- 
western railway; E. B. Boyd, of the Missouri Pacific 
railway, and George D. Ogden, of the Pennsylvania rail- 
road, were invited to confer with the committee on a 
date later to be set. At the same time Mr. J. C. Lin- 
coln, president of the National Industrial Traffic league, 
was invited to arrange a small committee of the mem- 
bers of the league for the same purpose. 

“At a meeting of the committee in October the 
above-named representatives of carriers and Mr. Lincoln 
and the committee of the league of which he is presi- 
dent were present and a general exchange of views 
was had. 

“Within the last three years great progress has 
been made in the simplification and clarification of 
railroad tariffs. Further progress and further greatly 
improved conditions are possible, but they must be 
effected and arrived at by degrees. If a uniform system 
of rate statement for the entire country were prescribed 
and at once adopted, it would precipitate untold con- 
fusion among agents of carriers and shippers in those 
territories where that method was entirely new. There 
seems to be no probability of uniformity of rate state- 
ment or tariff construction being brought about through 
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co-operation or agreement among those who construct 
tariffs, and probably no higher degree of uniformity will 
be reached, except through promulgation of orders and 
regulations by regulating body or bodies that have that 
authority. 

“As a result of your committee’s work during the 
past year happy suggestions have come to light which 
have been or will be adopted by the Interstate Com- 
merce Commission in its tariff regulations and thereby 
become general or universal in their use. The volume 
of tariffs is enormous and the numerous changes made 
therein for the purpose of meeting the necessities of 
carriers or of shippers is indicated by the fact that 
for the past three years the number of tariff publica- 
tions containing changes in rates that have been filed 
with the Interstate Commerce Commission has averaged 
more than 200,000 per year. 

“One of the greatest sources of complication in the 
present system is the practice of making one tariff 
publication contingent or dependent upon several others, 
so that in order to accurately determine the lawful 
rate or charge several different publications must be 
referred to and carefully examined. 

“Because of the mass of detail which is involved 
in the consideration of the subject of simplification of 
railway tariffs, and the widely differing views among 
traffic representatives of railroads, and among shippers 
who use the tariffs, as to which of those details is 
best and most desirable to adopt, your committee has 
not been able to formulate any specific plan. It is the 
opinion of your committee that progress in the desired 
direction will result from the work done by the com- 
mittee during the past year and that further progress 
will result from the continuance of a committee on this 
subject. 

“We recommend that such committee be provided 
for the ensuing year, either by continuing the present 
committee, subject to such changes in its personnel as 
the president may deem proper to make, or by the 
appointment of a new committee. 

“EDGAR “E. CLARK. 
“MARTIN S. DECKER. 
“GEORGE F. MONTGOMERY. 
“HALFORD ERICKSON. 
“WILLIAM KILPATRICK. 

“D. J. PALMER.” 

The National Industrial Traffic league’s committee 
on this important subject consisted of Messrs. W. D. 
Hurlburt, C. A. Jennings, W. M. Hopkins, O. F. Bell, 
E. J. McVann, E. G. Wylie and J. C. Lincoln, chairman. 
Its report on the subject follows: ‘ 

“St. Louis, September 23, 1910. 
File A-16. 
“Hon. E. E. Clairk, Chairman, 
“Committee on Simplification of Railway Tariffs, 
“Washington, D. C. 

“Dear Sir:—In line with the suggestions made at 
conference held in Chicago on September 6, pertaining 
to the simplification of railway tariffs, we respectfully 
submit the following: 

“(1) As, in the eyes of the law, the shipper is 
bound by the rates as on file with the Commission and 
at the railroad station, and is presumed to have knowl- 
edge thereof, it is the more important that tariffs should 
be made so simple that the shipper of average intelli- 
gence may, by an examination of the tariffs, have a 
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correct understanding of the rate of transportation, and 
rules and regulations applicable in connection therewith. 
In fact, it is our contention that tariffs should be con- 
structed for the use of shippers and payers of freight, 
and they should be so constructed as to have in mind 
their practicable use. 

“Section 6 of the interstate commerce act and rul- 
ings of the Commission state in plain language that 
tariffs shall be so constructed as to state plainly and 
specifically the applicable rate. 


Approval of |. C. C. Tariff Regulations. 


“(2) Our committee approves the regulations gov- 
erning the construction and filing of freight tariffs and 
classifications provided by the Interstate Commerce Com-’ 
mission, especially as to size, arrangement, indices and 
contents, as the foundation and fundamental principles 
upon which shall be built a more perfect system, and 
we recommend the adoption by the various states of 
the rules and forms approved by the Interstate Com- 
merce Commission so far as they may be made ap- 
plicable to state traffic, in order to assure that uniform- 
ity so much desired in both state and interstate pub- 
lications. The present regulations required by the In- 
terstate Commerce Commission are the result of years 
of experience, frequent conferences and a better under- 
standing of the difficulties encountered, and which are 
yet to be encountered, and should therefore be adopted 
as the basis for further improvement. 


Local Distance Tariffs.—State. 


“(3) Local distance tariffs applicable between points 
within one state should contain under one cover class 
and commodity rates; should contain a complete dis- 
tance table showing distances between all stations sub- 
ject to said distance tariff rates; should contain all 
rules and regulations applicable in connection with rates 
contained in the tariff. 

“Under existing state publications we have rates 
applying for various distances, but in a majority of 
cases there is no tabulated information available to 
shipper for arriving at the distance between stations, 
and in the absence of this information the tariff is in- 
complete, as shipper has no document upon which to 
rely and from which he may ascertain the specific rate. 


Local Distance Tariffs.—interstate. 


“(4) Interstate distance tariffs should contain com- 
plete under one cover class and commodity rates; should 
contain a complete distance table showing distances 
between all stations subject to said distance tariff rates; 
should contain all rules and regulations applicable in 
connection with rates contained in the tariff. (Note— 
As to the first and second, it is understood that ref- 
erence may be made by note, giving full description 
and tariff number, to classification applicable to tariffs 
providing for terminal absorptions.) 


Local or Terminal Tariffs as Distinguished from Distance 
Tariffs, 


(5) Under this caption we have considered the 
publication by carriers of so-called local tariffs apply- 
ing from distributive points into adjacent and nearby 
territories; also terminal tariffs applying between ter- 
minal points and surrounding territories, usually issued 
by an individual line to provide for specific rates on 
trafic moving regularly and in quantities, and as de 
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partures from distance tariff rates. As to such tariffs, 
we believe it entirely feasible and proper to combine 
under one cover in two separate sections class and 
commodity rates (except as otherwise specified herein. 
after) and that all rules and regulations applicable ip 


connection with said rates should be made a part of 
the tariff. 


Joint Tariffs Applying Between Points on One Line and 
Points Upon Connecting Line or Lines. 

“(6) Under this caption we have considered the 
publication of joint tariffs by an indivdual carrier to 
and from points upon connecting line or lines, and in 
the publication of such tariffs we feel that both class 
and commodity rates (except as hereinafter mentioned) 
should be’ embraced under one cover and should con- 


tain all rules and regulations applicable in connection 
therewith. 


Tariffs Applying from One Territory of Origin to An- 
other Territory of Destination. 

“(7) Under this caption we have considered the 
publication by individual lines of tariffs applying from 
one common territory of origin to a common territory 
of destination as distinguished from joint tariffs apply- 
ing in the same territory of origin and destination, and 
in the_publication of such tariffs we believe that the 
use of indefinite terms, such as ‘Group No. 1,’ or ‘Group 
A,’ which is not significant in itself, as to points of 
origin and destination, should be avoided, but that some 
representative city should be selected and by name 
used as the representative group point. All other points 
in the same group taking the same rate to be referred 
to by group number or letter and be alphabetically 
arranged. Specific rates should be provided from the 
several base points, except where the actual differential 
to be applied can be shown immediately in connection 
with the base rate instead of being referred to other 
sections of the tariff for additions or deductions to be 
made to or from the base rate. For example: 


From Groups. 
A B Cc D E 
To 3roups, 
2 3 4 5 
Should be 
From Groups. (See index for points taking group rates.) 
4 B C¢ D 
St. Louis, Mo. Peoria, Ill. Chicago, Ill. St. Paul, Minn 
To Groups. (See index for points taking group rates.) 


1 2 3 4 
Kansas City, Mo. Omaha, Neb. Sioux City, Ia. Lincoln, Neb 


See Trans-Continental Lines Tarif 1-L, R. H. Countiss’ I. C 
C. No. 929. 


Committee Tariffs Published Through the Medium of a 
Joint Agent, 


“(8) Our committee, in its own experience and 45 
a result of correspondence with members of the league 
throughout the United States, has clearly developed 
that the greatest objection and the greatest confusion 
on the part of shippers arises as to committee tariffs. 
We attribute this cause largely to the fact that these 
committee publications undertake to cover too much 
territory under one publication, making too many lines 
parties thereto, many of which have no interest what 
ever in the rate except to or from a limited territory 
or district, thus making necessary a multiplicity of 
rules, regulations and descriptions, conflicting in their 
terms and a multiplicity of exceptions as to applic 
tion of the rates therein contained. In fact, where 4 
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rate is secured from one of these publications, by rea- 
son of the innumerable references, rules, regulations, 
participating carriers, exceptions, etc., one begins to 
doubt if the rate ascertained is the. correct rate, and 
can be used. It is the judgment of our committee that 
these committee publications could and should be broken 
up into two, three or four publications, based upon 
territorial grouping, for, as a general proposition, ship- 
pers in one territory are not interested in rates from 
another territory except for comparative purposes, and 
when desired for such purpose several tariffs could be 
secured and comparisons made. By this _ territorial 
grouping a more intelligent demonstration of the rates 
can be set forth, and ultimately we believe would prove 
an economy to carriers. 

“While we believe many commodities should be 
carried under the same cover as a separate section 
with class rates, we likewise feel that certain com- 
modities (hereinafter referred to) should be provided 
for in separate publications to which a cross reference 
should be contained in the class tariff. 

“Unquestionably committee tariffs should be ma- 
terially simplified by the observance of territorial divi- 
sions and a separation therefrom of leading commodities, 
such as lumber, grain, live stock, cotton and cottonseed 
products in separate publications. 


Symbols and Characters. 
“(9) As to symbols, 
extensively used in 


characters and signs now soa 
various tariff publications, hiero- 
glyphic in their nature, and in some instances not sub- 
stantially unlike, there is not only confusion, but like- 
wise a constant menace to correctness. It is our rec- 
ommendation that the use of these hieroglyphics be 
discontinued and that the use of reference marks be 
standardized so that certain characters will mean the 
same wherever used in different publications. In lieu 
of hieroglyphics we suggest the use of the circle with 
figure or letter enclosed therein. For example: @ @) @® 
References to Other Tariffs. 


“(10) It is a common fault for carriers, in making 
publication, to give a general reference to other tariffs, 


such as, ‘governed by rules. and regulations, transit 
privileges, terminal absorptions, ete., of participating 
earriers. Reference to other tariffs should be more 
specific, both by designation as to character of tariff 


and by number. 
Routing. 


“(11) Under the new law, shippers, at their dis- 
cretion, have the right to route freight. Under many 
of the existing tariffs it is almost impossibile to deter- 
mine as to lines which participate in the tariff. Provi- 
sion should, therefore, be made in joint tariffs for rout- 
ing, and with this requirement we believe many of the 
exceptions now provided for in tariffs will be avoided, 
as a chart showing application of rates via different 
routes would state the information in the affirmative, 
and the use of exceptions or application notes indefinite 
in their terms will thereby be avoided. As an illus- 
tration of our recommendation in regard to routing, al- 
though we believe it can be improved upon, would refer 
to Southwestern Lines Tariff 47-D, F. A. Leland’s I. C. C 
742, pages 42 and 43. While this tariff names rates 
from a great territory of origin to a great territory of 
destination, it is practicable, by reason of specific ap- 
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plication of rates provided for therein, to immediately 
determine’ what lines participate in the traffic and via 
what routes. 

“In opposition to the above and embracing prac- 
tically the same territory, as indicating the difficulty in 
ascertaining application of rates, by reason of numerous 
exceptions, would refer to Southwestern Lines Tariff 
57-C, F. A. Leland’s I. C. C. 711. If charted routing 
were provided for in this tariff, it would remove much 
of the difficulty in ascertaining the application of rates 
and routes via which applied. 


Specializing Commodity Rates. 


The committee has in mind that by special- 
commodity rates in separate tariffs under dis- 
tinctive cover it will aid materially in giving shippers 
rates with definiteness by having same stated separately 
and away from a mass of class and miscellaneous com- 
modity rates. It would also be possible in such publica- 
tions to provide specifically for rules and regulations 
applicable in connection with such commodity rates. 
In special lines, such as grain, lumber and live stock, 
shippers are not ordinarily interested in merchandise 
rates, and vice versa. By this separation a considerable 
expense in distribution of tariffs would be avoided by 
carriers, and where there is a revision of rates upon 
one commodity, would not make necessary the reissue 
of a complete publication embracing all other classes 
and commodities, as is now the case. 

“We recommend the standardization of commodity 
tariffs, and as more nearly meeting the requirements 
of the public in that direction, we recommend the adop- 
tion of the commodity list employed by the Interstate 
Commerce Commission in annual reports under the head 
of freight train movements, the grand divisions to be 
‘products of agriculture,’ ‘products of animals,’ ‘products 


(12) 
izing 


of mines,’ ‘products of forests’ and ‘manufactures.’ By 
this suggestion we have in mind that where com- 
modities move in large quantities under either of 


these grand divisions they may be grouped in com- 
modity tariffs under that division. For example, under 
the head of ‘products of agriculture’ in certain territory, 
commodity rates should be provided on grain, grain 
products and hay; in other territory, on cotton and 
cottonseed products. Under the head of ‘manufactures,’ 
commodity rates are frequently required in certain ter- 
ritories upon brick, cement, lime and kindred articles, 
while in other territories commodity rates would be 
confined to naval stores or to iron articles. The thought 
we intend to convey is that where commodity rates 
are provided for in separate publications they could be 
grouped in one tariff as a subdivision of one of the 
grand divisions. In adopting this plan we believe the 
individual interests of shippers will be better conserved 
and rates can be stated with more definiteness. Of 
course, provision should be made for the alternative use 
of class or commodity rates provided for in the two 
tariffs by cross reference from one tariff to the other, as 
is now permitted where rates are carried in different 
sections of the same tariff. 


Miscellaneous Criticisms. 
“Unsatisfactory Arrangement of Tariffs and Indexes. 
—When an index shows fifteen or more references, as 
in the case of J. A. Ryan’s I. C. C. 16, from eastern 
cities to some southeastern cities, it takes time to locate 
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commodity rates or to determine whether there is a 
commodity rate to cover any particular shipment. 

“Page Reference to Be Shown for Items and Notes. 
—Pennsylvania R. R. Tariff GO-942 carries class and 
commodity rates from eastern cities to southern points. 
Reference is made on pages 1 to 421%, inclusive, for 
classification, routing, and points of origin items. South- 
western Lines Tariff 1-C, F. A. Leland’s I. C. C. 238, 
shows note references throughout Rate Sections Nos. 
1, 2 and 3, which cannot be quickly located. It would 
materially facilitate the use of these tariffs and others 
if carriers were required to show page numbers where 
note and item reference is to be found. 

“Concurrences.—To make a quotation from the ordi- 
nary large committee tariff it is necessary to examine 
concurrences in connection with Interstate Commerce 
Commission Tariff Circular (and the average shipper is 
not familiar with the Commission’s tariff circular) before 
one can determine the application in connection with 
any individual concurring lines. We suggest that con- 
currences be grouped into those showing ‘originating 
lines,’ ‘intermediate lines’ and ‘terminal or destination 
lines’ and for full concurrence, that is, ‘from, to or via.’ 

“Application of Rates.—There is no uniform method 
observed in setting forth application of rates, and in 
many cases the language used is neither expressive nor 
susceptible of accurate determination. Some are in the 
affirmative, others in the negative, and others in both 
affirmative and negative. If our previous suggestion as 
to charting of application of rates and routes were 
complied with, it would do away with ambiguous and 
uncertain terms now used and would necessitate an 
affirmative declaration. 

“Ambiguous Terms.—Southwestern Lines Tariff 1-C, 
F. A. Leland’s I. C. C. 738, page 158, first paragraph 
of Item 12, reads as follows: 

“mt. W. & D. C. Ry. and W. V. Ry.—Rates will 
not apply from points in Nebraska on interstate lines 
named on pages 4 to 16, which have not given power of 
attorney to F. A. Leland, except via the M., K. & T. Ry.’ 

“Cross-Town Puzzle——As an illustration of uncer- 
tainty, complication and confusion, would refer to West- 
ern Trunk Line Tariff 18-B, W. H. Hosmer’s I. C. C. 
A-110, page 126. 

“Indicating Commodities by pitblleisiicdtbaintl lines 
have adopted the scheme of indicating commodities by fig 
ures or numbers instead of printing the name of the 
commodity in the heading under which rate is provided. 
While it is impracticable to always show in the heading 
a complete description of commodity or commodities 
governed by the rates tabulated thereunder, there should 
be used a simple and expressive term as indicating the 
character of the commodity. 

“In conclusion, would state that we recognize the 
dificulty connected with the problem of simplification 
of tariffs and that no ironclad rule may or should be 
adopted as a uniform practice throughout the country. 
Exceptions could, no doubt, be made at times which 
would effect simplification. 

“We wish to aid your committee in every way by 
placing before them the difficulties of the shipper, and 
our suggestions expressed in a very brief way as to 
reforms which might be accomplished, might be elab- 
orated upon by taking up various tariffs and dealing 
with them in detail. If it is your desire that in addition 
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to this brief you would like a further conference with 
our committee for the purpose of entering upon a more 
detailed verbal report of our suggestions and criticisms, 
we should be very glad to respond to your call.” 





Car Surplus Increases 





An increase of 5,000 in the number of idle cars, with 
practically no change in the shortage figures, is shown 
in the latest fortnightly report of the committee on rela- 
tions between railroads of the American Railway associa- 
tion. 

In presenting this statement, Bulletin No. 83, Arthur 
Hale, chairman of the committee, says: 

“There is an increase of 5,450 in the surplus, making 
the total 34,581 cars. 

“The largest increase is 4,533 in the miscellaneous 
column, which is made up chiefly of coke cars in Group 2, 
(Eastern), and stock in Groups 6, (Northwestern), 8, 
(Middle Western), and 10 (Pacific). There was also 
some increase in box surplus in the West and Northwest, 
partially offset by decreases in the Eastern and Central 
Groups. 

“The coal car surplus decreased 797 cars, the largest 
item being in Group 2 (Eastern). 

“There was a decrease in the shortage of 896 cars, the 
items of change in general reflecting the changes on the 
surplus side, 

“It will be noted that the increase in surplus is setting 
in at exactly the same period as last year, and that the 
amount of the increase for this report is almost identical 
with that for the corresponding period in 1909. The total 
surplus this year, however, is slightly lower than last 
year, having been 36,616 on November 10, 1909, as against 
34,581 for this report.” 

A summary of the total surpluses and shortages from 
July 7, 1909, to November 9, 1910, follows: 


SURPLUSES. 
Coal, 
Gondola 
No. of and Other 
Date. Roads. Box. Fiat. Hopper. Kinds. Total. 
Nov, 9, 1910.... 156 9,814 2,181 4,981 17,605 34,581 
Oct. 26, 1910.... 152 8,257 2,024 5,778 13,072 29,131 
Oct. 12, 1910.... 151 8,856 2,085 6,034 16,760 33,735 
Sept. 28, 1910.... 143 12,144 3,394 7,871 19,060 42,469 
Aug. 31, 1910.... 155 20,315 3,488 14,108 22,111 60,022 
July 20, 1910.... 152 68,867 3,433 37,219 85,075 134,594 
June 22, 1910.... 158 59,611 3,237 28,762 34,034 125,644 
May 25, 1910.... 154 48,326 3,284 29,888 + 33,892 115,390 
April 27, 1910.... 153 29,366 4,753 44,391 23,575 102,085 
March 30, 1910.... 150 15,834 6,116 7,400 16,322 45,672 
Feb. 16, 1910.... 148 14,990 6,447 8,660 15,416 45,512 
Jan. 19, 1910.... 151 22,842 8,417 7,819 12,758 651,836 
Dec. 22, 1909.... 177 24,284 7,595 7,218 19,262 68,354 
Nov. 24, 1909.... 163 17,538 4,091 56,628 12,271 39,528 
Oct. 27, 1909.... 174 13,029 3,090 5,287 9,496 30,896 


ee 22,330 3,821 11,239 15,998 53,388 
Aug. 18, 1909.... 169 ie 505 5,953 42,158 28,808 159,424 


9,971 78,675 38,487 243,354 


SHORTAGES 
Nov. 9, 1910.... 156 11,950 1,450 5,515 2,076 21,000 
Oct. 26, 1910.... 152 12,898 1,596 5,325 2,077 21,896 
Oct 12, 1910.... 151 12,153 1,199 5,433 1,634 20,419 
Sept. 28, 1910 143 9,665 1,670 5,044 1,562 17,941 
Aug. 31, 1910 155 4,594 914 2,964 821 9,293 
July 20, 1910 152 303 710 1 264 1,293 
June 22, 1910 158 523 862 934 410 2,729 
May , 1910 154 1,416 1,236 1,837 240 4,729 
April 27, 1910 153 1,778 1,587 1,544 857 5,766 
March 30, 1910 150 810 1,604 6,649 2,723 19,786 
Feb 16, 1910 148 15,448 1,243 = 10,871 3,642 31,204 
Jan 19, 1910 151 10,078 590 11,128 8,196 24,992 
Dec. , 1909 177 =: 10,947 1,02 > 3,524 24,054 
Nov. 24, 1909 163 230 9 9,542 4,833 27,496 
Oct 27, 1909 174 23,138 1,412 8,743 3,343 36,636 
Sept. 29, 1909 174 184 655 »392 1,351 14,582 
Aug. 18, 1909 16 556 277 1,076 100 2,009 
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REPORT ON RAIL STATISTICS 


Commissioners Oppose Changing Date of Annual Re- 
ports—Discuss Separation of Inter- and 
Intrastate Accounts 





Washington, D. C., November 18.—The time is not 
yet ripe, in the opinion of the committee on railroad 
statistics of the National Association of Railway com- 
missioners, for changing the date of the annual reports 
of the railroad companies to the federal and the ma- 
jority of the state commissions from June 30 to Decem- 
ber 31. 

The report of this committee, as presented this 
week at the twenty-second annual convention of the 
commissioners, and which, in addition covers such sub- 
jects as a uniform system of accounts and the assign- 
ment of revenues and expenses of railways by state 
lines, follows: 

“This report of the committee on railroad statistics 
repeats certain recommendations which were contained 
in the last year’s report, which, through inadvertence, 
was not formally presented to the convention. 


Form of Annual Report, 


“I. The most important question brought to the 
attention of the committee was the consideration of 
the resolution adopted by the convention at a previous 
session, introduced by Mr. Yapp of Minnesota. The 
resolution is as follows: 


Resolved, That the Committee on Railroad Statistics be re- 
quired to investigate and report to the next convention the 
advisability of uniform report blanks to be used by railroad 
companies in making their annual reports to state railway com- 
missions. 

“Investigation led to the conclusion that the pres- 
ent reports required by the states, while being prac- 
tically uniform in that they follow closely the form of 
report required by the Interstate Commerce Commis- 
sion, do not adequately meet the demands of those 
states which desire to lay especial emphasis on the 
operations of carriers within the boundaries of a single 
state. Your committee studied carefully the several 
forms of reports now in use, and desires to submit the 
following recommendations for the consideration of the 
convention. The page numbers refer to Interstate Com- 
merce Commission annual report, Form A, for the fiscal 
year 1910. 

“Page 45 of the form for annual report, being the 
page which classifies operating revenues, should be 
confined strictly to state revenue and should be so 
modified as to give in separate columns: 

“(a) Intrastate revenue. 

“(b) The state’s proportion of interstate revenue. 

“(c) Total state revenue. 

“At the bottom of this page should be given as a 
single item the total revenue of the reporting company. 

“Pages 63, 64 and 65 of the form for annual report, 
being the pages which classify operating expenses, 
should be modified to provide four columns calling for 
the following information: 

“1. Expense for the entire system. 

“9. Expense assignable to the state. 

“3. Ratio (a) for state expense. 

“4. Ratio (b) for state expense. 

“The ratios above referred to are those which are 
now called for on pages 63, 64 and 65 of the report form. 
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“It is understood that the carriers making the as- 
signments of revenues and expenses by state lines will 
follow rules as they have been accustomed to follow, 
or as may be prescribed by state railroad commissions 
or the laws of the several states, until such time as 
it is possible to promulgate and render effective a uni- 
form rule for all states. The steps which have been 
taken to devise such a rule are referred to as the last 
item touched upon in this report. 

“Page 95. It is recommended that this page, which 
calls for traffic and mileage statistics, be so modified 
as to call for totals covering the entire line, but that 
items and totals should be required for state traffic and 
mileage statistics. 

“Page 97. This page deals with freight-traffic move- 
ment, and shows the tonnage of the various kinds of 
commodities carried. The recommendation of the com- 
mittee is to the effect that the state reports be confined 
to state traffic as distinct from interstate traffic, but 
that the state traffic be so analyzed and classified as 
to exclude duplication of tonnage when the reports of 
the various carriers are compiled into a single state- 
ment, and also to show the amount of joint haul and 
single haul for state traffic. To attain this purpose, it 
is necessary to provide, in addition to the columns giv- 
ing totals and per cents, three columns calling for the 
following information: 

“1. Traffic handled wholly by reporting carrier. 

“2. Traffic originating on line of reporting carrier 
and delivered to connecting carriers. 

“3. Traffic received from connecting carriers. 

Date of Fiscal Year. 


(The following, relative to the date of the fiscal year, was a 
part of the committee’s report for the previous year. It is 
inserted without change, in order to make the facts recited a 


matter of permanent record.] 

“II. Your committee has spent considerable time 
during the past year investigating a proposal submitted 
to it for a change of the fiscal year from June 30 to 
December 31. In Appendix A to this report will be 
found a letter from the comptroller* of the Pennsyl- 
vania Railroad company, submitting arguments in sup- 
port of this change; also two letters written by the 
chairman of your committee, one addressed to the state 
railway commissioners and the other to the various 
carriers subject to the jurisdiction of the Interstate 
Commerce Commission. Replies received by your com- 
mittee did not indicate any strong desire, either on 
the part of railway commissioners or of the carriers 
interested, in favor of a change of the date for closing 
the fiscal year. An investigation of statutes relative 
to this point also disclosed the fact that a change of 
date from June 30 to December 31 would require enact- 
ments on the part of 22 states and of the federal gov- 
ernment.; In view of such a situation, your committee 
decided that it would be unwise at this time for the 
convention to recommend a change in the date for 
closing the fiscal year. Mention is made by the com- 
mittee of its investigation of this question partly in 
order to bring the matter before the convention for 
discussion and partly to secure for this investigation 
a place in the permenent records of the convention. 





*Died since the preparation of this part of the report. 

+The Mann-Elkins bill, enacted by Congress June 8, 1910, 
permits the Interstate Commerce Commission, by order, to sub- 
stitute December 31 as the date for closing the fiscal year. 
















Uniform System of Railway Accounting. 


“III. The reports of the committee on railroad sta- 
tistics heretofore submitted contained a statement of 
the results which had been accomplished in the de- 
velopment of a uniform system of railway accounting. 

“In conformity with that practice, your committee 
desires to submit to the association the Classification 
of Additions and Betterments and the Form of General 
Balance Sheet Statement, which were promulgated by 
the Interstate Commerce Commission. Without entering 
upon detailed explanations of the accounting rules cov- 
ered by the above-named orders, it may be proper to 
call attention to four general principles of railway ac- 


counting which are regarded as of especial importance: — 


“First—The Classification of Operating Expenses al- 
ready. approved by this association excludes from op 
erating expenses all expenditures for additions and bet- 
terments. According to the Classification of Additions 
and Betterments now submitted for the consideration of 
the association, it is no longer permissible for carriers 
to charge this class of expenditures to income, to profit 
and loss, or to special funds in such a manner as to 
exclude any expenditures for additions and betterments 
from the property accounts. It should be distinctly un- 
derstood that this rule does not prevent the improve- 
ment of the properties out of current revenues. It does, 
however, require that every increase in the capital 
assets of a corporation should be charged to the prop 
erty account. In no other way is it possible to arrive 
at a correct statement of the profit and loss balance, 
which is, perhaps, the most important single figure 
appearing on the balance sheet. 

“Second—The Form of General Balance Sheet State- 
ment requires the carriers to show as a separate credit 
item the additions to the property made through in- 
come since June 30, 1907. This item is the offset on 
the liabilities side of the balance sheet of the amounts 
charged to property paid for out of current revenues or 
accumulated surplus. 

“Third—The Classification of Additions and Bett- 
terments requires that in case a particular piece of 
property is abandoned or retired from service, a cor- 
responding credit should immediately be made to the 
property account. This rule is essential if the balance- 
sheet statement of cost of equipment is to be confined 
to the property at any time used by the carrier in the 
transaction of its business. In order, however, to guard 
against imposing an unjust burden upon those who 
furnish railway capital, and at. the same time to place 
no obstruction in the way of continuous development, 
the rules contained in the classification further provide 
that the value of property abandoned may be tempo- 
rarily carried as an asset, to be charged off during a 
period subsequent to the date of abandonment. The 
attention of the convention is especially called to this 
provision for the reason that it seems to harmonize 
two conflicting interests, namely, the interest of the 
stockholder, whose investment is in danger of being 
destroyed as the result of improvements in structure 
and machinery, and the interest of the public, which 
demands at all times that the carriers adopt the latest 
improvements and make use of the most perfect ap 
pliances. 

“Fourth—It is further provided that in the Classifi- 
cation of Additions and Betterments discounts on se- 
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curities sold shall be excluded from the cost of the 
property. This means that the measure of the value 
expressed in the balance-sheet statement of ‘cost’ should 
be the money put into the property and not the par 
of the securities sold. 

“Attention is called to the fact that the general 
system of accounts prescribed by the Interstate Com- 
merce Commission, and approved and accepted by the 
state railroad commissioners, still lacks an authoritative 
classification and definition of Income items. The opin- 
ion of the members of the convetnion relative to the 


promulgation of an Income Account Statement, under 
order, is requested. Your committee will understand 
that an adoption of its report carries with it an ap 


proval of the suggestion. 


Reports for Express Companies. 


“TV. At its twentieth annual convention the Na 
tional Association of Railway Commissioners adopted 
the following resolution: 

Resolved, That the Committee on Statistics be requested to 


prepare and submit to the next convention a uniform report blank 
to be used by express companies in making their annual reports 


to state railway commissions, and to investigate and report the 
best methods for dividing the earnings and expenses by railway 
companies and by state lines. . 


“Your committee has not been able to give the 
detailed attention to the question of a uniform report 
for express companies which its importance demands, 
and, moreover, it is the opinion of the members of the 
committee that considerable more information must be 
gathered, and possibly two or three years’ additional 
experience with the accounts and reports of express 
companies, before it can be possible to prescribe a 
form of report which will be equally acceptable to the 
states and to the federal government. The difficulty 
encountered pertains to the rules for assigning revenues 
and expenses by state lines. Questions involved in this 
assignment are now under discussion in quite a number 
of cases before the courts. Many of the state commis- 
sions are engaged, directly or indirectly, upon the busi- 
ness of the express companies. This being the case, 
it seems the part of wisdom not to move too hastily in 
this matter, but to wait until the peculiar character 
of the express service and the peculiar relation of ex- 
press companies to other transportation agencies are 
made entirely clear before taking final action. 

“It should not be understood, however, that nothing 
has been done in the direction of uniformity in the form 
of annual reports for express companies. A form of 
report has been prepared, and all states (so far as they 
require reports from express companies) make use of 
this general form. That feature of the uniform report 
respecting which your committee asks further time per- 
tains to the rules for assigning revenues and expenses 
by states. 

“Your committee’s report on express forms, there 
fore, is in the nature of a report of progress. 


Assignment of Revenues and Expenses of Railways by 
State Lines. 


“V. As stated in a former part of this report, the 
form of annual report to state commissions provides 
for a separation of revenues and expenses by state 
lines, but no rule is contained in the report according 
to which such assignments should be made. The diffi- 
culty of formulating such a rule, as well as its accepted 
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necessity, warrants a somewhat complete statement with 
respect to this matter. 

“This question of the separation of operating reve- 
nues and operating expenses by state lines—as also a 
separation for interstate and intrastate traffic—has long 
engaged the attention of the railway commissioners and 
In 1907 your committee met with a com- 
mittee representing the Association of American Rail- 
way Accounting Officers, for the purpose of considering 
this question, and as the result of their joint labors, 
there was worked up a complete and comprehensive 
plan for the separation of operating expenses by state 
lines. From the point of view of expenses exclusively, 
the rules then adopted are now regarded by your com- 
in the main satisfactory. 

“The difficulty, however, arises when it is attempted 


the carriers. 


mittee as 


to assign operating revenues by state lines in such a 
way as to secure a correct statement of net revenues 
from operation. The embarrassment arises from the 


fact that some states have expensive terminals, whereas 
other states are relieved from the necessity of bearing 
the expenses incident to such terminals; and it would 
be manifestly unfair to assign expenses to the states 
where the expense is in fact incurred, and to assign 
according to a mileage prorate basis. As a 
step toward the solution of this difficulty, it was rec- 
ognized by your committee, meeting in joint session 
with a committee of railway accounting officers on 
June 9, 1908, that it would be necessary to apply the 
principle of constructive mileage in the localization of 
railway revenues, and the chairman of your committee 
was instructed to correspond with the representatives 
of the states for the purpose of learning whether or not 
the states would approve the application of the rule 
of constructive mileage for the localization of revenues. 
Nothing very definite resulted from this investigation, 
and, largely on that account, the attempt to formulate 
any definite rule for the application of the principle of 
constructive mileage was abandoned. 

“During the past year this question was again taken 
up by your committee, and, although the committee is 
not able at this time to submit definite recommendations, 
it -is report some progress in that provision 
has been made for a general investigation of the loca- 
tion of especially expensive terminals, of the arbitraries 
which are allowed by carriers on account of such 
terminals, of contracts which result in the _ establish- 
ment of arbitraries on account of other kinds of disa- 
bilities, and other pertinent items of information. It 
is believed that this matter can be brought to a final 
conclusion for report to this convention at an early date. 

“It may be proper to state further in this connec- 
tion that your committee has met another embarrass- 
ment. The question at issue is one which touches not 
only the work of railroad commissioners, but the taxing 
agencies of the states as well; and the question has 
arisen as to the likelihood of the acceptance by the 
states of any uniform rule for localizing the operating 
Tevenues and operating expenses of railways, in case 
such a rule can be worked out which would commend 
itself to the members of this convention. On this point 
your committee is, of course, unable to express an opin- 
ion, In order, however, to lay before this convention 
the situation so far as state legislation is concerned, 
there wil] appear as Appendix B to this report a com- 
Dilation of state laws, administrative rulings, and court 
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decisions, so far as we have been able to discover them, 
which either directly or indirectly have a bearing upon 
the subject. 

“By reference to that appendix two points are clear: 
First, that so far as the majority of states are con- 
cerned, there is no serious reason why a uniform rule 
approved’ by this convetnion would not become generally 
effective; second, that there are a few states whose 
taxing laws or administrative practices must be modi- 
fied, in greater or less degree, before a rule for assign 
ing revenues and expenses by state lines could be uni- 
versally adopted, provided the interests of taxing com- 
missioners as well as of railway commissioners are to 
be considered by such a rule. 

“With this statement your committee leaves the 
subject with the convention, adding, however, the re- 
quest that, if any member of the convention has any 
definite ideas upon the matter under consideration, a 
complete statement of such views will be highly ap- 
preciated by your committee. 

“Respectfully submitted.* z 

“HENRY C. ADAMS, Chairman. 
“WILLIAM J. MEYERS. 
“DWIGHT N. LEWIS. 

“C, A. RADCLIFF. 

“THOMAS YAPP. 

“C. I. STURGIS.” 


_ *Mr. Campbell Wallace had not been heard from at the 
time of sending this report to the printer. 
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The Pennsylvania Railroad Company, 

Philadelphia, June 14, 1909. 

Mr. Henry C. Adams, in Charge of Statistics and Accounts, 
Interstate Commerce Commission, Washington, D. C. 

My Dear Mr. Adams: You will probably recall that during 
November, 1806, you visited my office and had an interview with 
Mr. Cassatt, then president, and Vice-President Green on the 
subject of the Interstate Commerce Commission changing the 
date of their fiscal year from June 30 to December 31, and it 
was decided that it would be useless to attempt to make such 
a radical change at that time, especially in view of the fact 
that so many railroad companies had changed their year from 
December 31 to June 30, in addition to the fact that the state 
commissions had also adopted June 30 as the end of their year. 

Do you not think that the time is now opportune for tak- 
ing up this subject with a view of the various commissions 
changing their date of requiring reports from the railroad 
companies from June 30 to December 31,. as the latter date 
would seem to be the logical date for the follownig reasons: 

1. By making this change the Interstate Commerce Com- 
mission would be able to submit its hse to Congress at its 
opening in December following the ending of its fiscal year. 
This would result in the report being made public at least six 
months sooner than at the present time, when the report for 
the year ending June 30 is not submitted to Congress until the 
December, session of the following year. The state commis- 
sions would also be able to obtain many advantages. Further, 
that this excessive delay results in greatly minimizing the real 
value of the reports, being published so long after the close 
of the fiscal year whose operations they cover. 

2. That many companies are by their charter obliged to 
make a report for the calendar year for submission to the 
state. This necessitates the preparation of two separate re- 
ports, one of which must be made at a time when the com- 
pany’s books and business are not actually closed, besides 
involving the extra expense of preparing these two sets of 
reports, 

3. A number of companies which made their fiscal year 
end on June 30, to coincide with that of the government, found 
it a very undesirable practice and consequently discontinued it, 
as it was found that the logical business year coincided with 
the calendar year; that dependent upon the character of the 
traffic and the geographical location of the road the heaviest 
expenses were naturally incurred in the spring in anticipation 
of the rush of summer business, or in the fall to prepare the 
road for the winter weather. The budget of improvements 
is always based upon the expectation of what could be done 
during the calendar year. The summer period is essentially a 
busy period and the traffic is usually at its height, both freight 
and passenger, the clerical forces are reduced on account of 
the necessity of granting vacations, and it is necessary to fill 
the places of these clerks with others of less experience, and 
during this period the executive officers and directors must 
obtain their vacations. 

4. It would be a step toward establishing a system under 
which the fiscal year of all corporations would end at the 
same time and their annual reports published within a given 
period thereafter. 

My recollection is the fiscal year was fixed by the Inter- 
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state Commerce Commission as June 30, for the reason that 
most of the government reports are for the period June 30, 
but I do not see, however, why the railroad year should neces- 
sarily correspond with the government year. 

At a recent meeting between the representatives of the 
New York state commission and the carriers operating in that 
state this subject was brought up, and it has occurred to me 
perhaps the Interstate Commerce Commission and the New 
York state commission could formally bring the subject up 
at this time and obtain the view of the various railroad com- 
panies and commissions in regard to the same. 

While most of the railroad companies at the present time 
are reconciled to the fiscal year ending June 30, do you not 
think that if there was any opportunity of having the date 
changed to December 31 they would be very greatly in favor 
of it? 

Will you kindly advise your views and whether you would 
consider the feasibility of arranging for a conference between 
the Interstate Commerce Commission, the various state com- 
missions, and the railroad companies on this subject, and oblige, 

Yours truly, M. RIEBENACK, 
Comptroller. 





Copy of Letter Sent to Various State Railroad Commissions. 
Ann Arbor, Mich., 
802 South University, August 24, 1909. 

Dear Sir: The following letter is written under instruc- 
tions from the Committee on Railway Statistics, being one of 
the standing committees of the National Association of Railway 
Commissioners. It has to do with a point under discussion 
for the report of this committee to the next annual convention. 

As you are aware, the date for closing the fiscal year cov- 
ered by the annual report of carriers to federal and state com- 
missions is June 30. It has been proposed to change this 
date to December 31, thus making the fiscal year for the 
purpose of reports coincide with the calendar year. 

The considerations urged in favor of the above change are 
as follows: 

1. It is the general practice of railways to have programs 
of one sort or other for betterment and improvement work 
of the year, and a fiscal year closing June 30 cuts the im- 
provement expenditures of any year in two parts. This of 
itself makes the report for this class of expenditures less 
significant than they otherwise would be; and, further, it 
requires a closing out of balances at a time when to close 
them out tends to deprive the statistical results of any clear 
or definite meaning. There are many reasons why carriers 
should be :encouraged to carry out their improvement work 
by distinct programs or through formal reserves, and this 
policy for American railways can be carried out more easily 
and satisfactorily should December 31 be substituted for June 
30 as the close of the fiscal year. 

2. Water-line carriers and street railways and interurban 
lines are now, or shortly will be, required to adopt a prescribed 
system of accounting and make regular annual and monthly 
reports, so far as the federal government and the states have 
jurisdiction over this class of properties. Street railways and 
interurban lines throughout the country quite generally make 
use of December 31 as the date for closing their fiscal year. 
This is.also true of water-line carriers, and in addition to 
this consideration a very considerable number of water-line 
carriers in the United States close down during the winter 
months. Their argument for December 31 is relatively strong. 
Not only would the acceptance of June 30 result in a separa- 
tion of the normal year for boat line operations, but to require 
the filing of statistical and financial reports on September 15 
or October 1 would mean that the water-line carriers would 
be obliged to employ extra help during the summer months, 
which help, together with the large number of persons employed 
during the summer in connection with the regular operation 
of the boats, would be discharged in the fall. Should Decem- 
ber 31 be made the date for closing the fiscal year, not only 
would it be unnecessary to employ extra help during the sum- 
mer months for closing out the accounts, but a larger number 
of persons employed during the summer in the orderly opera- 
tions of the boats could be assigned to the statistical and 
accounting end of the work. 

3. The third consideration favorable to a change from 
June 30 to December 31 is that the corporation tax recently 
imposed by Congress requires reports for the year ending 
December 31. In this it is my understanding that the tax law 
conforms to what was found to be the usual practice in this 
country for corporation accounting, outside of steam railways 

Inclosed please find a copy of a letter * written by Mr, 
Riebenack, comptroller of the Pennsylvania Railroad company, 
setting forth the reasons, from the railroads’ point of view, 
why December 31, rather than June 30, would be an acceptable 
date to the carriers. 

In this connection it should be said that the Committee 
on Railway Statistics has requested from the carriers an ex- 
pression of opinion relative to the suggested change of date. 
The result of these replies will be submitted to the association 
at its next annual meeting. 

The considerations opposed to the change of date are: 

1. That the federal government and twenty-two states at 
the present time have laws which specify June 30 as the close 
of the fiscal year for railroads for the purpose of reporting 
to the several commissions. It is urged, however, that these 
laws were passed very largely at the instigation of the Na- 
tional Association of Railway Commissioners, so that the legis- 
latures of the states would be willing to change the date if 
requested by the association. 

It is urged that as the legislatures of the several states 
meet in December or January, that later information can be 
obtained to lay before the legislative bodies if June 30 be 
continued as the date for closing the fiscal year. Upon this 
point attention has been called to the fact that the reports 
are not filed until about October 1, and that it would not be 
possible to make use of them for any purpose of interest to 
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the legislatures until well on in the session; also it is urged 
that so far as the questions involved turn on revenues and 
expenses the practice of monthly reports will enable the com- 
missions to furnish fresh information each month. 

3. A third objection to the change is found in the embar. 
rassment incident thereto, but if the change, on the whole, js 
regarded as desirable, and is likely to be permanent, this per. 
haps might be excluded from the practical considerations. 


*Not printed. 

May 1 submit to you, from the committee of which I am 
chairman, the request that your commission take this matter 
under advisement and inform the committee of its views in 
the matter? You are also requested, in case carriers are re. 
quired to make report to any other department of government, 
as, for example, taxing commissions or to the secretary of 
state or state treasurer for taxing purposes, to communicate 
with these offices, and transmit, with your letter of advice, 
the views entertained by such officials. This seems to be espe- 
cially important for the reason that in many states while 
June 30 is accepted by the state railroad commissions for 
purposes of annual reports, December 31 or some other date 
is accepted by taxing bodies. It would be a great step in 
advance if the same report could be made to serve the pur- 
poses of all the agencies of the state and federal government 
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interested in the financial conditions and operations of carriers, personally 
The committee desires to lay before the association a full and tus ati 
complete statement of the facts and opinions relative to this ment of or 
proposal for changing the date of the fiscal year, and any argu- ie | 
ments or suggestions which you may care to submit will be bracing ne 
carefully considered by the cqgmmittee and made a part of its ing in as 

report. As the committee expects to have its final meeting - 
not later than the third week in September, prompt attention cific coast. 

to this letter will be greatly appreciated. 
Very respectfully yours, HENRY C. ADAMS, In the 
Chairman Committee on Railroad Statistics. , yreani 
well organi 
department 
Copy of Letter Sent to Carriers. —_ 

Washington, July 28, 1909. railroads, 1 
To Carriers: fact that t) 

Quite a number of requests have been submitted by car- , 
riers for changing the date of the fiscal year from June 30 to tically desi 
December 31. sary exacti 

I am authorized by the Committee on Railroad Statistics . ’ 
of the National Association of Railway Commissioners to re- Let me 
quest from you an expression of opinion relative to this matter. ms 
Would you approve of such a change in the date? What rea- opinion the 
sons occur to you as pertinent why such a change should be of the ; 
made? In case you oppose making a change, what reasons e mos 
occur to you as pertinent for retaining June 30 as the date railways hi 
for closing the fiscal year? ; 

In making reply to this circular letter it is especially de- been able 1 
sired that you should hold in mind the effect of a change from selves or t 
June 30 to December 31 upon the statement of revenues 4s 4 ; Sor u 
statistical exhibit and upon the accounting incident to the use The pu 
of reserves in connection with new construction or improvement . 
work. affairs all 

The committee desires a reply to this letter by August % see th 
next. Failure to reply will be construed as an expression of . e ne 
indifference relative to the point at issue. dence, and 

Yours very truly, HENRY C. ADAMS, ae 
Chairman of Committee on Railway Statistics, discussion. 
National Association of Railway Commissioners. the shortec 
to admit t 
Dinner Will Be Well Attended §°" "# 
railroads a 
: tracing 
New York, November 18.—The second annual dinner aa ‘ dep 
, In mal 


of the Railway Business association, which will be held 
at the Waldorf Astoria hotel, November 22, has beel 
subscribed to the limit of the main dining room, ané 
applicants for places have been informed that they 
could only be seated in an adjoining room. The accept 
ances include an even larger number of distinguished 
men outside the railway and railway equipment interest 
than at the dinner last year, when this was a brilliant 
feature of the occasion. 
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In addition to the addresses already announced 
be delivered by Chairman Martin A. Knapp of the Inter 
state Commerce Commission, President Daniel Willard 
of the Baltimore & Ohio, John Claflin, president of the 
H. B. Claflin company, and the presiding officer, Georg 
A. Post, there will be a special literary number in the 
form of original poems and humorous remarks by To! 
Daly, a newspaper writer of Philadedphia. 


The annual business meeting of the association WiiMtrac;. om 
be held at the Waldorf Astoria at 11 a. m. of the sal I may 
day. A number of important matters are expected ® Toubles of 








come up for decision and as large an audience as pos® 
ble is desired, 
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‘ti | TRACING FREIGHT SHIPMENTS 
yhole is [An Opportunity for Co-Operation Between Shippers 
ag and Carriers—Shippers Should Avoid Burden- 
ing Railroads with Duplicate Complaints 
ch I am 
3 matter 
goth. BY W. E. BEECHAM, 
Mary a Car Accountant, Chicago, Milwaukee & St. Paul Railway.* 
ae The question now before this assembly deeply con- 
oy While cerns the railroads centering in Chicago, which I have 
sions for the honor to represent on this occasion, and for that 
go * 5 - matter all others in this country, and is besides of 
— great importance to their patrons; it also interests me 
carriers, personally, because I am in charge of the tracing depart- 
yO thi ment of one of the largest railways in the country, em- 
_f ys bracing nearly ten thousand miles of track and stretch- 
art of its ing in a straightaway course from Chicago to the Pa- 
meeting ¥ 
attention cific coast. 
MS. In the beginning, I wish to record my belief that a 
atistics. well organized, thoroughly equipped and efficient tracing 
department is necessary alike to the shippers and to the 
3 railroads, but the shippers must not lose sight of the 
mo fact that the utility of such a department can be prac- 
Raf tically destroyed by burdensome, useless and unneces- 
Statistics sary exactions. 
ers to re- Let me also remark at the outset that in my humble 
What rea. Mpopinion the tracing of freight as it stands now is one 
1 geet of the most unsatisfactory and vexatious problems the 
; the date railways have to deal with, and not one of them has 
ecially de- been able to solve it in a manner satisfactory to them- 
—— — selves or to anyone else. 
to the use The public is demanding more publicity in railroad 


yement a . x ‘ ‘ 
es affairs all the time and the railways are beginning to 


Brae . see the necessity for taking the public into their confi- 
, dence, and I propose to be very frank with you in this 
tistics, discussion. I am not here to excuse or to apologize for 
issioners. the shortcomings of the railroads, nor do I propose 
to admit that they are lacking in ordinary business 
nded ability, neither can I acknowledge that the patrons of 
railroads are enduring untold hardships, because the 
; tracing departments are not able to satisfy unreasonable 

ual dinne and, in many cases, absolutely absurd demands. 
i be held It must be self-evident that in a country, growing 
has bee? Bl vith tremendous leaps and bounds as this is, the traffic 
room, ant Hi, be moved at certain seasons of the year‘ must in- 
that e crease faster than the railroad facilities for handling it 

The accept 


can possibly be increased, and therefore congestion must 
naturally be expected. These congestions will occur 
regularly for many years to come, or while conditions 
femain as they are now. They will occur in fair weather 
a8 Well as in foul, but when the weather is bad and low 
temperatures prevail they will grow and increase in 
number and extent, and the longer that state of affairs 
continues the worse the situation becomes. 

Heavy snows and low temperatures reduce the ton- 
tage of trains in proportion to their extent and dura- 
tion, and sometimes the operations of the railroads are 
entirely suspended during the prevalence of extreme 
‘old weather or in the case of heavy snow falls until 
tracks can be shoveled out. 
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to entirely suspend the operations of a railroad such as 
I represent, on which cars, at the present time, make 
an average of fifty thousand movements in road service 
per day and about fifteen thousand more in switching 


service, you would have in a few hours a blockade it 
would take a long time to break. In the meantime, the 
delay to traffic would cause great inconvenience and dis- 
satisfaction, and then the tracing would commence, 


I propose to lead the way, if posible, to a mutual 
understanding of the question at issue by pointing to 
the fact, and it is a fact, that railroads are willing to 
invest a reasonable amount of money in labor and neces- 
sary facilities to establish and keep in commission trac- 
ing departments that will meet legitimate requirements, 
and that if shippers will confine their demands to only 
such cases as require special attention, it will be possible 
to give them a nearly satisfactory service. 


I don’t think the railroads should be held responsi- 
ble for the failure of the retail dealer to place his 
orders with the wholesale man far enough ahead to 
allow for ordinary contingencies likely to arise which 
may cause delay in filling orders and delay in moving 
shipments, neither do I think the railroads should be 
blamed for the failure of the wholesale dealer to use 
due diligence in filling the orders of the retail man, but 
I regret to say that such is frequently the case, and 
such failures, in addition to the failure of the consumer 
to make reasonable provision in advance for his needs, 
are the cause of most of the tracers which are being 
sent out, and the innumerable requests that are made 
for special or expedited service, all of which would be 
unnecessary if due diligence and ordinary foresight 
were used in the conduct of business, 


During the past few years we have enjoyed excep 
tionally moderate winter weather, but last winter was 
one of the most severe we have experienced in a long 
time. It was a regular old-fashion winter. For weeks 
at a time the temperature ranged from zero to thirty 
below, and in some states it went lower than that. It 
would moderate for a day or two, and then the railroads 
would take heart and start in with the hope that they 
would be able to break the blockade and get the traffic 
moving, but before they had hardly begun the snow 
would begin to fall again and then the temperature 
would go down, and in a little while conditions would 
be as bad, if not worse, than they were before. 

During all this time tracing departments were bur- 
dened with thousands of protests, threats and intimida- 
tions and, on one day the telephone company reported 
that it had been obliged to turn down 700 calls for my 
office alone, because the wires were busy. This created 
a great deal of dissatisfaction among the patrons of the 
company, but we were powerless to remedy this state 
of affairs, at the same time we were made to feel most 
keenly the burdensome character of the situation. 


It seems strange that shippers. should blame rail- 
roads for the existence of a state of affairs over which 
they can exercise no control, but they frequently do; 
however, there is a lesson to be drawn from the condi- 
tions of last winter, and that is that no reliance can 
possibly be placed on the climate of this country, and 
that we should guard against the consequences of un- 
favorable winter conditions by laying in. stocks of sup 
plies far enough ahead to tide us over temporary inter- 
ruptions of every name and nature. 















































It must be apparent to everyone that the man who 
is forehanded in laying in supplies ahead of actual re- 
quirements will be able to put his legs under the table 
at night and feel that things are not as bad as they 
might be, especially when the temperature is anywhere 
from zero to 30 below, and the cuts on every railroad 
are bank full of snow, while his less provident neighbor 
is spending his time, money and labor in frantic appeals 
to shippers and railroads to hurry up shipments which 
he has only just placed orders for. 

Let me call your attention to the fact that it is 
hardly possible to have such elasticity in the tracing 
department that extraordinary demands could be met 
at all times. In the first place there would be a short- 
age of facilities, in the next place there would be a 
shortage of help; in the one case we would not get the 
facilities in time, and in the other case we could not 
provide the help, because it requires some experience 
on the part of clerks to perform that kind of service, 
and this will always be the case. We would not know 
how to provide for extraordinary demands of that kind 
any more than we know now what kind of weather we 
are going to have next winter, but we have reason to 
believe we will experience some very cold weather and 
possibly heavy snows. The railroads may be blocked 
as bad, or worse, than they were last winter, and then 
again they may not be. 

There is another thing that must not be forgotten. 
The tracing departments, no matter how efficient, cannot 
move traffic when the motive power is unable to do so. 
They can’t control weather conditions, or go out and 
shovel off the snow. 

When the fall rush is over, and the railroads are 
able-to handle their traffic with regularity and despatch, 
there will be little occasion for tracing, but if conditions 
similar to those last winter should again overtake us, 
the same, or more aggravated difficulties will have to be 
met. 

If there is one thing more than another that makes 
the tracing of freight burdensome, vexatious and retards 
and interferes with the successful prosecution of the 
work, it is the duplication of requests, by that I mean 
taking up a case with several different officials of a rail- 
way. The shipper writes to one .official, say the gen- 
eral freight agent, and the consignee takes the case up 
with the division freight agent or the division superin- 
tendent, or perhaps the local agent, or all of them, and 
not getting the results desired or expected some one 
interested in the case may take it up with one or more 
assistant general freight agents, and several of the trans- 
portation officials may get into the game, and then they 
all fall upon the tracing department, and each and every 
one of them expects an answer—this forces the tracing 
department to make from four to six replies in many 
cases where one should suffice. This is not the fault of 
the shippers altogether, the railroads are equally at 
fault, but I think there is a remedy for all these diffi- 
culties, and, having shown, I think, to your satisfaction, 
that tracing as it is now done does not please anybody, 
I want to make a few suggestions: 

It goes without saying that every railroad makes it 
a practice to handle traffic as promptly as possible, giv- 
ing live stock, perishable merchandise and other freight 
preference in the order named, and barring accidents 
and unavoidable delays, there is really no reason why 
attention should be directed to any particular shipment, 
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and, therefore, before a request is made to trace and 
expedite a shipment, sufficient time should be allowed 
for it to reach its destination; that is to say, if ordinary 
freight moves at the rate of from one to two hundred 
miles a day that ought to be sufficient for an average 
speed, high-class freight, live stock and perishable prop. 
erty excepted. But if tracing must be done, let us have 
some method and system in it. 

The consignee should be the person to institute a 
tracer for a shipment, if such action is necessary. If 
the shipper desires to keep in touch with the shipment 
and know the date of its arrival at destination, he should 
advise the consignee of the correct date of departure 
from point of origin and furnish him with the correct 
number of the car and its correct initials, and should 
give him besides the full routing of the shipment, when 
necessary, and should then request him to report the 
arrival of the shipment. If, after a reasonable time has 
been allowed for shipment to reach its destination it 
does not arrive, the consignee should start his tracer 
with the terminal line. At outside agencies the commer- 
cial agent is the representative of the railroad in his 
territory and is the man to whom consignee should apply 
to trace shipments. He should, however, trace only 
upon the request of the consignee, not upon request of 
shipper. 

When making shipments I wish to particularly urge 
upon you gentlemen the necessity for furnishing the 
consignee accurate information as to car initials and 
numbers, being particularly explicit as to the exact date 
of shipment. 

When the mill or factory has been delayed in get- 
ting out a shipment at the time promised, it is a fre 
quent occurrence that advice is sent to the consignee 
that the car was loaded on a certain day. Upon receipt 
of this advice the consignee gets after the representative 
of the railroad for delay to shipment and insists that it 
be traced and hurried forward at once. 

I recall many instances where such advice has been 
accompanied by carbon copy of shipping ticket. When 
this ticket is mailed, they usually advise that bill of 
lading will follow in a day or two, and upon investiga 
tion it frequently develops that the car had not been 
loaded or bill of lading issued from initial 
office for several days afterwards, 

A matter which I have in mind developed that 4 
shipper had given information of sundry cars for points 
west of the Missouri river, but our investigation devel: 
oped that the cars in question were loaded and col 
signed to points in Alabama and Georgia. Several days 
after the consignee was given the numbers of the cars 
which went south, and which we were tracing, and the 
other cars in which his shipments actually moved he 
never had any advice of, and our investigation only 
developed these facts. 

If shippers will assume their share of responsibility 
in matters of this kind, some of the delays which noW 
occur will be explainéd away and the railroads will be 
relieved of responsibility for the same. 

When a tracing department notifies a shipper that 
freight is delayed, explains the cause, tells what it cal 
do and reports probable arrival of freight at destination, 
it should be considered the same as coming from the 
highest official of the railway. 

Railroads should insert in publications, which reach 
the shipping public, the name of the party in charge of 
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the tracing department, and all requests (telephone, 
telegraph and letter) to trace, expedite and report upon 
freight should be addressed to that department. 

If these suggestions, which, I think you will admit, 
are reasonable, are followed on the part of the shipping 
public, it will go a long way towards making the tracing 
department what it should be, a very useful and valua- 
ble bureau of information to the public. 


Standard Oil Victor in Rebate Case 


Jackson, Tenn., November 18.—By a ruling handed 
down yesterday by United States Circuit Judge McCall, 
the Standard Oil company of Indiana came out victor 
in its fight against the government’s charges of rebating 
and the case against the petroleum corporation was 
dismissed. The suit involved alleged violations of the 
Elkins anti-rebate act, and at one time it was thought 
the possible penalties under a conviction might mount 
up to $30,000,000. 

Reviewing the testimony tending to prove that con- 
signments were shipped by the defendant company from 
Whiting, Ind., to Grand Junction, Tenn., to the Ken- 
tucky Oil company, charges prepaid, and that the ship- 
ments were billed on a 13-cent proportional applicable 
on traffic destined to points beyond Grand Junction, the 
court declares that there was no evidence to show an 
understanding, expressed or implied, between the two 
oil companies with regard to the rates to be paid. 
Because of this, it was held that the Indiana company 
could not be held accountable for the shipments so far 
as transportation beyond Grand Junction was concerned. 

“The uncontradicted testimony presented by the gov- 
ernment,” the ruling continues, “is that during the pe- 
riod covered by the indictment there was a 13-cent. rate 
from Whiting to Grand Junction for points beyond, and 
this rate was duly on file with the Interstate Commerce 
Commission and was the legal rate. The testimony is 
uncontradicted that the shipments covered by the in- 
dictment were in carload lots from Whiting to Grand 
Junction, for beyond, and that the defendant paid this 
rate.” 

Quoting the response of G. M. Crosland, an em- 
ploye of the Interstate Commerce Commission at Wash- 
ington, who was recalled as a witness by the prosecu- 
tion, to interrogations of the court, Judge McCall pointed 
out that the witness held the defendant company was 
authorized to use the 13-cent rate, that it was a legal 
rate, and that if inquiry had been made of him by a 
shipper for the purpose of ascertaining the legal tariff 
he would have quoted that rate. 

Taking up the much-discussed “blind billing,” it was 
held by the court that the “blind billing’ was done 
by the carrier; “that there is not one syllable of testi- 
mony tending to show that the defendant company knew 
the carrier was so ‘blind billing’ the shipments. But 
if the defendant had known this fact, how could that 
affect its rights to avail itself of the 13-cent rate which 
Was filed with the Interstate Commerce Commission?” 


BLOCKS INCREASE IN LOCOMOTIVE RATES. 

Washington, D. C., November 18.—An advance in 
the rates on locomotive and tenders in the Southern 
Classification, items 52 and 53 of Powe’s I. C. C. No. 15, 
has been suspended until March 31, 1911, by the Inter- 
State Commerce Commission. 
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THE EUROPEAN VIEWPOINT 


Chicago Daily News Sounds Foreign Financial Houses 
on Attitude Towards American Rail Securities 





The Chicago Daily News has been sounding the 
foreign financial interests on their attitude towards 
American railroad securities and the freight rate in- 
vestigation inquiry now before the Interstate Commerce 
Commission. 

As shown by the extracts given below there is a 
wide divergence of opinion among the Europeans upon 
the subject: 

“London, November 9.—Growing interest in the 
freight-rate inquiry by the American Interstate Commerce 
Commission is manifest throughout British financial cir- 
cles and undoubtedly some uneasiness is beginning to 
be felt lest the policy of the American government injure 
the railways so as to render their securities much less 
attractive than they’ are to European investors. Clar- 
ence L. Graff, partner in charge of the London and Paris 
banking houses of Raymond, Pynchon & Co., said to the 
correspondent of The Daily News this morning: 

“*Railroad President James McCrea’s views, as 
stated to the Commission, are heartily indorsed by both 
British and continental] -financiers. It is generally real- 
ized that no better field exists for investments than 
American railroad securities, subject to the safeguards 
that surround them. Naturally, the railroad managers 
view with deep concern the effect of the Commission’s 
action on their foreign credit. For years to come, with 
the country growing as rapidly as it grows now, our 
railroads must be borrowers of capital. 

“From the standpoint of the foreign investor it is 
essential that the roads be permitted to earn enough to 
yield fair returns to the shareholders and provide a sur- 
plus sufficient to cover improvements and extensions and 
a safe margin for interest charges on the issues of new 
securities from time to time. As the Commission never 
has rendered a decision ultimately disadvantageous to 
the railroads the result of the present inquiry is awaited 
here with confidence, It is hard to believe that the 
weighty words of Mr. McCrea can fail to be attentively 
considered.’ 

“Tf the Commission refuses to permit a moderate 
increase in freight rates,’ said Ivy L. Lee, general mana- 
ger in Europe for Harris, Winthrop & Co., ‘foreign in- 
vestors will believe that the American government in- 
tends to curtail railroad earnings to the point where 
they will be just sufficient to pay dividends on the 
capital of the companies. Such action would be dis- 
astrous to American railway securities in Europe. Al- 
ready the eager interest in these securities has received 
a cold douche as the result of the injunction obtained 
by the attorney general of the United States in June 
against the proposed increase of railroad rates. 

“Tt is especially important that there should be an 
increase of foreign confidence in our railway securi- 
ties, because there is not enough money at home 
to meet the requirements of the expanding sys- 
tems and because money, especially in France, is ob- 
tained more cheaply than in the United States. European 
bankers are very exacting, however. Hitherto the great 
attraction of American railroad investments has lain in 
the considerable margin shown by the majority of the 
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roads above expenses and dividend requirements. Out 
of this margin they are making improvements and, if 
necessary, could pay the interest on the new funds de- 
sired. 


“‘The different financial policy of the English roads 
has reduced these companies practically to an impasse 
in obtaining new funds or making further improvements 
out of current earnings without endangering dividends. 
This is why so many people in recent years have been 
selling English and buying American railroad securities. 


“‘Huropean bankers believe that a fundamental prin- 
ciple of American railway finance is at stake. It is clear 
to them that unless the American roads can increase 
their earnings, with the growing cost of labor and ma- 
terials it will be impossible to continue paying the pres- 
ent dividends and have left a substantial surplus out of 
which to improve the properties. Therefore adverse ac- 
tion by the Commission would be likely to have a much 
farther reaching effect than would be indicated by any 
immediate movement in the stock markets. The really 
serious result would be the difficulties the roads would 
encounter in the future in obtaining on reasonable terms 
large sums for improvments and extensions.’ 


“The correspondent finds that a somewhat different 
view is held by the leading financial centers of London. 
George Paish, joint editor of the Statist, who is recog- 
nized as the first authority in London on American rail- 
roads, is ill in the country and could not be seen, but 
one of his confidential men said that the editor certainly 
saw no threat at present against American railway 
credit in Europe. 


“*However,’ he added, ‘this confidence is based on 
the assumption that the government will do nothing 
that really will cripple the properties.’ 

“Another authority, almost as great, but 
fused to give permission to use his name, said: 

“European investors did not consider the question 
of higher freight rates in America until they saw that 
the question was up over there. What investors there 
think of the properties is shown by the way they invest 
in their securities. If any loss of confidence can be fore- 
seen it promises to come not from the failure of the 
movement for higher rates but from the conviction grow- 
ing up that there are corrupt practices in American rail- 
way management. 


who re- 


“Tf a foreigner may venture to offer an opinion, I 
would say that the railroads, instead of trying to get 
higher rates, should try to reduce the cost of improve- 
ments and operation. The cost of labor and everything 
else in America seems to me to be too high. The tariff 
is too high. This is a broad and prolific source of dif- 
ficulty throughout the domain of American economics 
and American life.’ 


From the French Viewpoint, 


“Paris, France, November 10.—That .the efforts of 
the Interstate Commerce Commission should be directed 
toward establishing the stability of American railroad 
securities and not to other considerations is the opinion 
of the leading French financiers, who in recent years 
have been deeply interested in American affairs. 

“France has money, say the French bankers, but 
lacks good investments. France saves more than 1,000,- 


000,000 francs ($200,000,000) yearly. On the other hand, 
America has plenty of business, but lacks money. The 
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dream of the leading financiers of both nations is under. 
stood to be that French capital should be invested iy 
American securities. 

“*Why has France hitherto been afraid of Americay 
securities?’ asked the correspondent of M. Deverneuil, 
president of the Government Brokers’ association. 

“*Because the French character is essentially pry. 
dent,’ he replied. ‘Our people prefer to invest at 4 
lower rate of interest if it is safer. The opinion pre 
vails here that America is speculation-ridden, and we 
do not like securities which jump to-day and fall to. 
morrow.’ 

“*What is being done by the French government 
commission which is investigating American securities” 

“‘*The inquiry is continuing slowly and the attitude 
of the commission is becoming more favorable. No 
doubt the laws tending to keep out foreign securities 
from the bourse will be changed, but it takes a long 
time to alter customs in France. Personally I am not 
in a position to say definitely whether the American 
railroads should increase their rates. I will say, hovw- 
ever, that the general opinion here is that your railroads 
are improving.’ 

“F. Dupont, head of the banking firm of Dupont 
& Furlaud, pioneers in American securities in France, 
believes that the roads are entitled to a slight increase 
in rates. 

“France is watching the rate struggle with intense 
interest,’ he said. ‘Until recently America let the rail- 
roads develop without any control over them. The pres 
ent reactionary tendency seems to be a trifle extreme. 
I believe that the railroads should be controlled by the 
government, but in a reasonable way. Rates in America 
are lower than in France, and the constant demands of 
the French workmen for increased wages are expected 
soon to force a slight increase here. The same condi 
tion exists in America. The difficulty is that the small 
lines need help; the large lines do not need it. 

“Tf America is to develop its railroads it must have 
money for improvements and extensions. Europe is the 
best market and it can get money here more quickly 
and cheaply than at home. First, however, it must col 
vince the French nation that the investments are secure, 
stable and not likely to decline. I think, therefore, that 
the Commerce Commission should devise means to give 
assistance where it is needed, The statistics of all rail- 
roads should be public and when certain roads begin 
to make money the Commission can force a reduction 
of rates. In the long run low rates will not be in the 
interest of the public if they tend to make securities 
unstable.’ 


German Bankers Give Opinions. 


“Berlin, Germany, November 12.—Inquiries among 
the leading German bankers and financiers fail to dis 
close any general agreement relative to the statement 
of President McCrea, that American railway securities 
are suffering loss of credit as a result of low freight 
rates. While opinion is not unanimous, a majority of the 
bankers seen by the correspondent of The Daily News 
deny that the demand for these securities has dimit 
ished. 

“The interests of the German public in Americal 
railway securities,’ said Dr. Hyalmar Schacht, director 
of the Dresdener bank, ‘is not only undiminished, but 
is increasing, especially in the case of the Baltimore & 
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Ohio road. Before the recent financial crash German 
investors disposed of their American shares in due time 
and suffered no excessive losses. Later they took a 
renewed interest in railways, buying at the lowered mar- 
ket, and now, as before, they show a decided predilec- 
tion for them. They gladly buy those known to be 
well founded. Even heavy political agitation cannot 
influence the market, German opinion holding that no 
American government, whether republican or demo- 
cratic, will enact laws stopping railway development.’ 

“Similar views were expressed by officials of two of 
the foremost German banks. They said they were not 
aware that the freight-rate question had actively affected 
the market. At one banking house, which is conspicu- 
ously identified. with international operations, the corre- 
spondent was informed that there is no prejudice against 
American railway securities or lack of confidence in 
them. If there was less disposition now than in the 
past to absorb large quantities of United States railway 
stocks, said the correspondent’s informant, it was be- 
cause those of the less desirable issues were the only 
ones offered to European investors, the choicer issues 
being absorbed by the Americans themselves. 

“Herr Wilhelm Kopetzky of the banking firm of that 
name was not able to say definitely whether American 
rails were losing in popularity. 

““On the local bourse,’ he added, however, ‘where the 
Baltimore & Ohio and the Pennsylvania are the only 
Americans listed, the stocks of those roads stood yes- 
terday not far from the highest figures reached in the 
present year.’ 

“A diametrically different opinion of the effect of 
freight-rate legislation was expressed by Director Julius 
Stern of the National Bank of Germany. 

““According to my observation,’ he said, ‘the Euro- 
pean, and especially the German, public began to dimin- 
ish its holdings of American railways the moment news 
of the rate controversy became known. Only in recent 
months, when the impression has gained ground that the 
Interstate Commerce Commission will meet the justifia- 
ble demands of the roads, has a return of confidence 
been shown.’ 

“Tam not aware that American railways are 
sought less than ordinarily,’ said Dr. Paul Arons of the 
bond house of Gebrueder Arons. ‘I should say that they 
are more popular, especially as regards bonds, which 
are absorbed by the discerning class of speculators. 
Such influence as the rate question may have had, in 
my judgment, was indirect and due to the fact that when 
Prices on the American market show a tendency to 
drop, investors here become cautious as a matter of 
course, regardless of what may be the cause of the 
depression.’ 

“Other bankers expressed the opinion that while the 
lowering of rates had an important influence, tending 
to discourage interest in American railway securities, 
other powerful factors must be considered, especially 
the reform of the German bourse law, which had the 
effect of diverting capital to domestic enterprises.’ ” 


CALIFORNIA FRUIT SHIPMENTS. 

Los Angeles, Cal., November 17.—There were 2 car- 
loads of oranges and 18 carloads of lemons shipped 
from southern California last Monday. Total for season, 
52 carloads of oranges, 174 carloads of lemons. 
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Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 
In this department we shall answer simple questions re- 


lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic-Service Bureau, 
Washington, D. C. 





Kentucky.—“Our bill of lading showed a rate of eighty 
cents per ton and routing via a specified connecting line. 
It developed that the eighty cent rate was a combination 
of locals, while the through rate of the same carriers, 
via another junction point, was one dollar and ten cents 
per ton. The initial carrier moved the shipment via the 
junction point taking the higher through rate, and de- 
clined to allow our claim for the difference between the 
higher rate charged and the lower rate specified in the 
bill, of lading.’ 

A similar question was recently decided by the In- 
terstate Commerce Commission in the shippers’ favor. 
The Commission in that case held “That while an initial 
line is not chargeable always with knowledge of the rates 
of its connections, yet having accepted a shipment and 
a bill of lading upon which the consignor had noted a 
definite rate it was its duty to find that rate and route the 
shipment accordingly or to call upon the consignor for 
further instructions; and failing to do either, it was 
liable for the excess in transportation charges resulting 
from routing the shipment through one junction when 
through another junction equally direct the locals make 
a through charge of the amount named in the bill of 
lading.” 


. * . 

MissOuri.—‘‘A number of inhabitants residing in a 
country village, which is not touched by any of the large 
telephone companies, organized and incorporated a local 
telephone company, for the chief purpose of facilitating 
exchange of communications between the families residing 
in the village. We do, however, connect with another 
telephone company located in an adjoining county, which 
extends its wires to a nearby city, and messages are 
received from and sent by us over the wires of that 
company. If a message received over the connecting line 
originally came via the city mentioned from outside the 
state, and was transmitted by us, would we be engaged 
in interstate commerce under the recent act of Congress 
including telephone and telegraph companies?” 

Such a message is interstate commerce and subjects 
you to all the requirements of the Act. See “Illinois” in 
the November 12, 1910, issue of this paper, page 707. In 
addition, you will no doubt be required by the Interstate 
Commerce Commission to post and file your tariffs of 
rates, copies of contracts concerning rates, and annual 
reports on the state of your business. 

. * * 

Wisconsin.—“It is required in presenting claims for 
rate to carriers to attach the original paid freight bill, 
original bill of lading, and it is customary for claimant 
to render a statement on the claim sheet, showing the 
amount charged and what should be charged, together 
with all the details regarding the movement of the car. 
A prominent road, west of Chicago, in declining claims, 
returns the paid freight bill and bill of lading, but retains 
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the claim sheet showing the details of the claim and 
stating that the Interstate Commerce Commission has re- 
quired them to retain the sheet in their file. Has such 
a ruling been made, or is it customary for other roads to 
follow this practice?” 

We know of no ruling by the Interstate Commerce 
Commission by which carriers in declining claims of ship- 
pers are required to retain in their files the claim sheets 
submitted to them by the claimants. Such a ruling has 
never been made, and it would be difficult to figure out a 
situation that would necessitate such a rule. It is, of 
course, proper that the carriers require of claimants the 
presentation of certain documents in proof of the claims 
made, and ordinarily such proof is in the form of expense 
bills, bills of lading and claim sheets showing in detail 
the shipment in question. However, title to possession of 
such documents is in the claimant, and the mere delivery 
of them to the carrier for the purpose of enabling it to 
investigate and determine the rights of the claimant does 
not oust claimant of his title, and this is particularly true 
in cases wherein carriers have declined paying claims. 
So far as we know, carriers invariably return such claim 
sheets. 

ake ae ea 


Pennsylvania.—“There is both a class rate and com- 
modity rate on the goods that we manufacture and ship. 
There is this difference, though, in the two rates, that 
while the class rate is higher than the commodity rate, 
yet the minimum weight is lower in the class. On some 
shipments carrier applies the class rate, and at other 
times the commodity rate. Which is the lawful rate?” 

The Commission has held that the only purpose of 
making a commodity rate is to take the commodity out 
of the classification. The commodity rate is, therefore, 
as stated in Rule 7, Tariff Circular 15A, the lawful rate. 
In consequence, if the carrier does not apply the com- 
modity rate on all shipments it is its duty to cancel the 
commodity rate, and leave the class rate only in effect. 


Hold Off on New Lading Bill 


Lansing, Mich., November 18.—The time when the 
bills of lading ordered by the state railroad commission 
must go into effect has been further postponed from 
January 1, 1911, to June 1, 1911. 

The order of the Michigan Railway commission re- 
quiring bills of lading of a certain size to be used will 
not go into effect until June 1, according to a notice 
received ftom the commission, explained one of the 
traffic representatives of the Pere Marquette. The 
Interstate Commerce Commission some time ago issued 
orders specifying a uniform bill of lading, statimg what 
should be on it and requiring a width of eight and a 
half inches. No length was specified. Shippers gener- 
ally laid in a supply of bills of lading to conform with 
the requirements. Later the Michigan Railroad commis- 
sion specified a bill of lading conforming to the speci- 
fications of the Interstate Commerce Commission bill 
but with the further requirement that it should be 
eleven inches long. Many of the bills of lading that 
shippers had in the meantime secured failed to con- 
form to the requirement. In order to permit them to use 
up the bills on hand the time the Michigan order should 
take effect was extended first, from July 1, 1910, to 
January 1, 1911, and now has been further extended to 














THE TRAFFIC WORLD AND TRAFFIC BULLETIN 





Vol. VI, No. 21 





June 1, 1911. The understanding is that in the meap. 
time an effort will be made by the shippers to secure 
legislative relief. 


Hope for Early Settlement 





Hope is being expressed that the drawbacks to the 
early settlement of the Chicago switching rate problem, 
treated at length in the last issue of THE Trarric 
WoRLD, may be eliminated at an early date and the 
compromise agreement between shippers and carriers 
be endorsed by all the shippers. Already the local 
lumbermen, among the strongest in opposition to the 
new arrangement, have withdrawn from the fight. It 
is thought that the malcontents among the brick men 
will also fall into line. 

In anticipation of an amicable agreement being 
reached, the hearing in the injunction proceedings in- 
volving Rule 23 of the state railroad and warehouse 
commission of Illinois, which was set for November lf, 
has been postponed for thirty days. In the interim 
it is felt that “the missionary work” among the dis- 
satisfied shippers will have had its effect and that an 
adjustment acceptable, if not wholly agreeable, to all 
concerned will have been made. 


State Issues New Tariff Rules 


Columbus, O., November 18—UThe state raiiroad 
commission has ordered the railroads operating within 
this state, in issuing future tariffs, to publish the rates 
between large shipping points as the maxima for inter- 
mediate stations. The carriers are required to name the 
routes via which each schedule of rates applies, so that 
intermediate rate points may be clearly set forth without 
danger of confusion to any shipper as to the exact rate 
applicable. 

The commission has also ordered all initial lines 
within the state to file their tariffs with the state 
board. The purpose of this is said to be to break up 
the practice of having the rates of the short lines cov 
ered by joint interstate schedules. The new rule does 
not prohibit the joint interstate tariff, but makes it 
obligatory upon the small road to file, in addition, its 
own separate schedule of intrastate charges. 

The new regulations are embodied in what is known 


as tariff circular No. 8 and become effective January 1, 
1911. 





To Boom Northwest 


To boom the great northwestern agricultural regions, 
the Northern Pacific has made ready its new seventy-five 
foot exhibit car to start a 10,000 mile tour through the 
eastern and southern states. 

The car wiil contain samples of the riches of the 
soil of the states reached by the Yellowstone Park line, 
viz., Minnesota, Wisconsin, North Dakota, Montana, 
Idaho, Washington and Oregon. It will be accompanied 
by representatives of the passenger and immigratiol 
departments of the road. A lecturer also travels with 





the car and will give illustrated talks to supplement the 
exhibit. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 


resentative shipping concerns in the 
United States. 

Officers 
J. C. Lincoln, President, 


Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President, 
Mer. Transp. Dept. Board of Trade, 


Chicago, Ill. 
W. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 


cago, Ill. 


ILLINOIS. 
Lake County Manufacturers’ Association, 
BE. P. Sedgwick, Pres., Waukegan. 
National Association of Agricultural Im- 
lements and Vehicle Manufacturers, 
V. J. Evans, Secy., Chicago. 
Sterling 
Manufacturers’ and Shippers’ 
Association, 


In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 

) Se Fe. rere President 

We Sac POE. 5 ccc ce cess Vice-President 

O. Wees PEs ss whe; Secretary-Treasurer 

oe SF eer re Traffic Manager 


MINNESOTA, 
Northern Pine Manufacturers’ Ass0Ocla- 
tion, H. S. Childs, Secy., Minneapolis. 


MISSOURI. 


Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis, 

Commercial Club, H. G. Krake, Comm’r, 
St. Joseph, 

Kansas City Transportation Bureau of 
the Commercial Ciub, H. G. Wilson, 
Trans. Comm’r, 105-6-7 Board of Trade 
Bldg., Kansas City. 


NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Secy., 95 State St., Albany. 
National Wholesale Grocers’ Association, 
A. H. Beckman, Secy., 6 Harrison St., 
New York. 


OHIO. 
Cleveland Chamber of Commerce, Munson 
A. Havens, Secy., Cleveland. 





WISCONSIN. 
Merchants’ and Manufacturers’ Associa- 
tion, Wm. G. Bruce, Secy., 46 University 
Bldg., Milwaukee. 


TRAFFIC CLUBS 

The Traffic Club of New York, Chas. F. 
Moore, Pres.; C. A. Swope, Secy. 

The Traffic Club cf Chicago, John T. 
Stockton, Pres.; Guy S. McCabe, Secy. 

The Traffic Club of Philadelphia, Edw. 
Knight, Pres.; H. C. Trumbower, Secy. 

The Traffic Club of St. Louis, Geo. J. 
Tansey, Pres.; A. F. Versen, Secy.-Treas, 

The Traffic Club of Pittsburg, O. M. Ells- 
worth, Pres.; T. J. Walters, Secy. 

he Transportation Club of Indianapolis, 
L. J. Blaker, Pres.; L. E. Stone, Secy. 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres.; W. E. Cham- 
bers, Secy. 

The Transportation Club of Toledo, 
goomas Conlon, Pres.; L. G. Macomber, 

y. 

The Traffic Club of St. Paul, J. R. Jones, 
Pres.; A, L. Bowker, Secy. 

The Traffic Club of Newark, Chas. Mil- 
auer, Pres.; E. G. Weil, Secy. 
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Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 





Chicago & Riverside Lumber Co. of 
Chicago, Ill., vs. Chicago & Erie, 
B. R. & P. and the Rural] Valley 
(3664). 

Complainant alleges that on 
April 9, 1909, it shipped a consign- 
ment of lumber from Chicago, IIL, 
to Yatesboro, Pa., at a rate of 27%c 
per 100 Ibs. 

Complainant alleges that Mich. 
Cent. Trf. I. C. C. 2597 carries a 
rate of 20%c and that the rate 
.charged by defendants was excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and in- 
vestigation defendants be made to 
answer such charges, to cease and 
desist from said violations, to put in 
force more reasonable and just rates 
and asks reparation in the sum of 
$33.33, or such other sum as the 
Commission may consider the com- 
plainant entitled to. 


Clark & Boice Lumber Co. of Dallas, 
Tex., vs. Jefferson & N. W., M. K. 
& T.,C.R.1, & P., C. Gt. W., Union 
Pac. and various other roads (3658). 

Complainant alleges that during 
the period from August 24, 1908, to 
August 1, 1910, it shipped various 
consignments of lumber from North 
Jefferson, Tex., to United States and 
Canadian points, including Omaha, 
Lincoln, Neb., Council Bluffs and 
Des Moines, Ia., at a rate of 26%c 
per 100 lbs, 

Complainant alleges that the rates 
charged by defendants are excessive, 
unreasonable and unjust and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and de- 
sist from said violations, and asks 
reparation in the sum of $334.23. 


Memphis Freight Bureau, Dinswanger 
& Co. and Geo, I. Drew Glass Co. vs. 
st. L. & S&S. FF. st. L, iM. & S., 
Ill. Cent. L. & N., M. & O. and 
Sou Ry. (3663). 

Complainants allege that they are 
engaged in the manufacture of glass 
mirrors and art glass and are dis- 
tributors of common and window 
glass at Memphis, Tenn., and re- 
ceive their supplies from St. Louis, 
a Valley Park and Crystal City, 

oO. 


Complainants allege that the rates 
charged on rough ribbed glass and 
plate glass, from St. Louis, Valley 
Park and Crystal City, Mo., to Mem- 
phis, Tenn., are unreasonable and 
unjust, and give an undue advan- 
tage to manufacturers and distribu- 
tors at Louisville, Ky., Cincinnati, 
O., Chicago, Ill., and Richmond, Va. 

Complainants pray that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to put in force more rea- 
sonable and just rates, and asks 
reparation in such sum as the Com- 
mission may deem complainants en- 
titled to. 


Rapides Lumber Co. of Woodworth, 
La., vs. The Woodworth & La. Cent, 
and C, R. I. & P. (3656). 

Complainant alleges that prior to 
August 25, 1908, the rates on yellow 
pine lumber from Woodworth, La., 
to Lincoln, Neb, and Des Moines, 
Ia., were 25c per 100 Ibs., and on 
that date the defendant advanced 
the rate to 26.5c per 100 Ibs., the 
rate of 26.5c remaining in effect un- 
til August 1, 1910, when it was re- 
duced to 25e per 100 lbs., the rate in 
effect at the present time. 

Complainant alleges that during 
the period from August 25, 1908, un- 
til July 31, 1910, it shipped seven 
earloads of yellow pine lumber at 
the rate of 26.5¢ per 100 lbs, which 
rate was excessive, unreasonable 
and unjust. 

Complainant prays that after due 
hearing and investigation the defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, and asks reparation in 
the sum of $47.50. 

Southern Pine Lumber Co., The, of 
Texarkana, Tex., vs..C. B. & Q., C. 
R. I. & P., K. C. Sou., Mo. Pac: 
and various other roads (3657). 

Complainant alleges that on Sep- 
tember 11, 1910, and on various dates 
thereafter, it shipped seventy-seven 
carloads of lumber from Diboll, Tex., 
to Lincoln, Omaha, South Omaha 
and University Place, Neb., Des 
Moines and Council Bluffs, Ia. 

Complainant alleges that the rates 
charged by defendants are excessive, 


unreasonable and unjust and 
amounted to an overcharge of 
$443.60, 


Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, to put in force more 
reasonable and just rates, and. asks 
reparation in the sum of $443.60. 

Swift & Co. of Chicago, Ill., vs. B. & 
O,6.cACd &€ 8th, 6 & Mh W. 
L. S. & M. S., C. I. & L. and Ind. 
Harb. (3662). 

Complainant alleges that between 
March 11, 1909, and June 15, 1909, 
it shipped 925 tons of kainit, in 
31 cars, to points in Illinois and In- 
diana, said kainit being imported 
and consigned to the port of Balti- 
more, Md., with the intention of re- 
consigning to various points on de 
fendants’ lines. 

Complainant alleges that it was 
compelled to pay domestic rates, 
which rates were $812.70 higher 
than the import rates. 

Complainant alleges that the rates 
charged by defendants were excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants be made 
to answer such charges, to put in 
force more reasonable and just 
rates, and asks reparaton in the 
sum of $812.70. 
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NEWSPAPER COMMENT 


On Railway and Other Questions 


of National and- Local Interest. 





In these columns, we aim to give current newspaper comment on live topics; the publication of an editoria) 
here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service 


Bureau. 





What is called the “taking of evidence” in the railroad 
rate hearings has been concluded at Chicago and the Inter- 
state Commerce Commission will soon listen to the “sum-. 
ming up” in Washington. The railroad representatives have 
sought to justify the advance in rates mainly on three 
grounds: increased wages for labor, increased cost of main- 
tenance and operation due to high prices of materials and 
supplies, and the demand for greater efficiency and larger 
facilities in transportation. The chief contention of the 
shippers has been that the railroads are receiving a liberal 
return upon the “capital actually invested” and that the al- 
leged need of increased income is due to overcapitalization. 
Without this inflation of capital, they have contended, the 
present earnings would be ample to meet all requirements, 
including a fair dividend upon stock. : 

There would be strong ground for this claim if it were 
possible to undo the mischief of the past without injury 
to the interests of the present and the future. There is a 
distinction to be recognized at all times between the cor- 
poration, which is a lifeless and practically a deathless or- 
ganization, and the men who constitute its members, the 
creditors and shareholders who hold title to its present cap- 
ital, as distinguished from those who supplied its original 
capital. . The living and active have rights and just claims, 
whatever the wrongs and inquities of the dead past may 
have been; and we have to proceed now upon the basis of 
present conditions and not those of a generation ago. The 
railroads of this country went through a period of “promo- 
tion” that was in many respects reckless and wasteful. 
Then they went through a period of partial bankruptcy and 
reorganizationi of rehabilitation and closer adaptation to the 
country’s needs. In both those processes much money was 
made by promoters and reorganizers and much was lost by 
original creditors and buyers of stock. Those periods are 
past, capital and management are largely, though not 
wholly, perhaps, in different hands, and it is present con- 
ditions that we have to deal with. 

In an article in McClure’s Magazine, of which Mr. John 
Moody is one of the two writers credited with its produc- 
tion, it is said that in the period of promotion the exploiters 
sought “to place the greatest possible amount of railroad in 
the United States, regardless of whether there was need of 
it or not, and sell it for the highest possible price.” They 
enlisted capital from every possible source—the nation, the 
states, towns and counties, and the individuals of America 
and Europe—and “they had built twice as much railroad as 
the country could employ and issued four times the securi- 
ties it could pay interest on.” Poor’s Manual for 1884 is 
quoted as authority for the statement that “all of the capital 
stock in the railroads of the United States in 1883—prac- 
tically $4,000,000,000—represented water.” It is said to have 
estimated that in the three years ending December 31, 
1883, $2,000,000,000 of capital and debt had been created and 
“the whole increase of share capital, $999,387,208, and a 
portion of the bonded debt was in excess of construction.” 

There was an enormous “overproduction” of railroad and 


a colossal overcapitalization of the property, which the best 
earnings that could be exacted were incapable of sustain- 
ing. The result was receiverships and reorganizations and 
a new era of railway financing, in which the bankers and 
syndicates took the place of the promoters. There was a 
profit in it for them, but in the main it was a legitimate 
profit for constructive work, quite different from the 
loot of the exploiters. 

In this process there was a change of capitalization. 
Bonds were converted, debts were refunded, old stock was 
wiped out and new stock was issued. There were consoii- 
dations and mergers and readjustments, more or less dras- 
tic, according to circumstances and necessities. No doubt 
there was an effort to save as much as possible, and water 
and inflation remained in railroad capitalization. Since 
then there has been development and extension, growth of 
traffic and increase of facilities. Earnings have been largely 
used to pay for improvements and enlarged equipment, and 
new capital has been raised for many purposes, not always 
in close conformity with the volume of securities issued. In 
some cases development of traffic and earning capacity 
have brought fair returns, not merely upon capital actually 
invested, first and last, but upon capitalization, however 
“inflated,” and in other cases it has failed. There are plenty 
of examples that might be cited of both results, 

But taking all this experience into account, what is the 
relation of the rate question to-day to physical valuation 
of railroad property or to the capitalization of railroad cor- 
porations? What is the “actual investment” upon which the 
investors are entitled to a fair return? It is not the invest- 
ment of soulless corporations. It is not the invest- 
ment of buyers of stocks and bonds when they were issued 
thirty years ago or fifteen years ago. It is the investment 
of those who now hold the securities and who are the real 
owners of the property and of the business which directors 
and officers are managing. Bondholders are entitled to their 
interest and shareholders may claim a fair return upon 
what they have invested. However this may be deter- 
mined, it is obviously impossible to fix a “just and reason- 
able” scale of rates for a fair return upon “actual invest 
ment,” with reference to capital lost or wasted years ago 
or to a physical valuation of property without regard to the 
earnings now to be got from its use.—Journal of Commerce 
(N. Y.). 


Governor Stubbs of Kansas, testifying before the In 
terstate Commerce Commission at the Chicago rate hear- 
ing, declared that in his opinion it was an “absolute 
fraud” for a railroad to devote surplus earnings to per- 
manent improvements and then capitalize the value in 
new stock. There is a good deal in his contention on 
that point. Many railroads have been built with capital 
raised on inflated securities. In other words, in order 
to raise the necessary amount, bonds and stock have 
been sold much below their par value because the 
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return upon them would be uncertain and long deferred. 
Stock has even been given as a bonus to induce the MR HI 
taking of bonds. Where there were no excessive pro- e 


moters’ profits, this has been a legitimate method of 
raising capital for new lines whose traffic had to be 


gradually developed. If you want an ex- 
As the traffic is developed so as to yield a good pert Traffic Man, one 

return from such rates as it will easily bear, stock 

that has cost little or nothing advances in value until who can make his 

a dividend can be paid upon it and it reaches par. In- work pay his ways 


terest has been paid upon the bonds representing real 
investment all the while, and the dividends are full 
recompense for the risk taken and the waiting for a Address TRAFFIC MAN 
greater return than bond interest. During this period 
of growth and before dividends are paid it is well to 
devote a liberal share of earnings to making improve- Care Traffic Service Bureau 
ments and renewals so as to bring the property’s value 
up to its capitalization. When that is fairly accom- 
plished, a surplus for emergencies has been accumulated e 
and fair dividends upon stock are paid, it is time to We Can Still Supply You 
reduce rates rather than to continue turning excess 
earnings into fixed capital and adding it to capitalization . 
i new ebeck. : . Verbatim Report of the 

But this latter has been done on a large scale in 
some cases, where lines of railroads have had a sub- LONG AND SHORT HAUL HEARING 
stantial monopoly of profitable territory. It may be 
‘severe to denounce it as “absolute fraud,” but it results 
from charges that are not kept down to “just and 
reasonable” limits. Shippers have been made to pay The Trafic Service Bureau, 126 Market St., Chicago, Il. 
for extensions and improvements, in the rates charged 
upon their traffic, and then the value of these has been 
represented by new shares of stock distributed to the 
existing holders without any new investment on their 
part. This new stock gets at once its par value or 
more in the market and becomes the basis of addi- THE COMMERCE ACT, as Amended 


tional dividends to the holders, though shippers have 








25 Cents the Copy—Stamps Acceptable 


paid for the extensions and improvements. That is one We Still Have It—Printed on good paper, 
of the things that have created a “hostile” feeling, and regular tariff size—With Marginal Ref- 
the time for it has gone by.—New York Journal of erences and Index. 

Commerce. 


SINGLE COPIES TWENTY-FIVE CENTS 
DO YOU PAY DEMURRAGE? Quantity price on application 


To get refunds under the new uniform code you must 
know how to compile itemized statements showing WHY 
under the tariff refund is due. 

If yu do NOT KNOW HOW, let me show you, free 
of charge. 
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The Traffic Service Bureau 
126 Market Street, Chicago, Ill. 


Geo. W. Jackson, Perth Amboy, N. J. 
Auditor and Adjuster of Railroad Accounts. 


atone streptococci 








Continental Bolt & Iron Works 


UNION AND 22D STREETS CHICAGO, ILL. 


MANUFACTURERS OF 


MACHINE BOLTS, UPSET BRIDGE RODS AND 
STRUCTURAL RIVETS 























Warehousemen, 






















| CATHCART TRANSFER | 
& STORAGE CO. 


ATLANTA, GA. 





T 


BALTIMORE TRANS- 





FER CO. 
Light & Lombard Sts. 
BALTIMORE, MD. 











GREANEY BROS. 
| 88 N. 5th St. 
| BROOKLYN, N. Y. 





J. Cc ‘BUCKLES TRANS. 


co. 
217-219 W. 2d St. 
CINCINNATI, OHIO 








CLEVELAND STORAGE 
co. 


CLEVELAND, OHIO | 


Directory of Transfer Agents, 


INDIANAPOLIS, 
EE 


JERSEY CITY, 
eS 
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Freight Forwarders, 


Custom ‘House Brokers, ete. 


UNION TRANSFER & 


STORAGE CO. 
IND. 





DODD & CHILDS ExX- 


PRESS CO. 


2 Exchange Place 
N. J. 


ADAMS TRANSFER & 
STORAGE CO. 
228 W. 4th St. 

KANSAS CITY, 


MO. 





CALIFORNIA WARE- 
HOUSE CO. 


LOS ANGELES, 


CAL. 








COMMERCIAL WARE- 
HOUSE CO. 


LOS ANGELES, 


CAL. 








BUCKEYE TRANSFER & 
STORAGE CO. 


COLUMBUS, OHIO 























THE BENEDICT WARE- 
HOUSE & TRANS, CO. 
15th and Welton Sts. 
DENVER, COLO. 








DENVER TRANSIT @ 
WAREHOUSE CO. 


COLO. | 


DENVER, 








E. S. BELDEN & SONS 
HARTFORD, 


CONN. 








HARRISBURG TRANS- 
FER CO. 


PATTERSON | TRANS- 
FER CO. 


MEMPHIS, 


TENN. 





F. A. WALSH & CO. 
MILWAUKEE, 


WIS. 








MINN. TRANS. & STOR- | 
AGE CO. 


122 S. 5th St. 
MINNEAPOLIS, 


MINN. 





co. 


NEW HAVEN, 





THE PECK & BISHOP 


CONN. 





| OMAHA VAN & STOR- 


AGE Co. 


OMAHA, 





PHILADELPHIA WARE- 
HOUSE CO. 


PA. 


PHILADELPHIA, 





O. E. JONES 
PROVIDENCE, 


R. 1. 





PROVIDENCE WARE- 
HOUSE CO. 


PROVIDENCE, R. L. 





| 
| 
| 
| 











BOWMAN TRANSFER S. 


& W. CO. 
708 E. Main St. 
RICHMOND, VA. 





BROWN TRANS. & 
STORAGE CO. 
goo S. 6th St. 


ST. JOSEPH, 


MO. 





SEATTLE TRANSFER 
co. 


SEATTLE, 


GEORGIA LIGHTERAGE 
& TRANSFER CO. 


SAVANNAH, GA. 


AMERICAN STORAGE & 


MOVING CO. 
ST. LOUIS, 











Pennsylvania Depot 
HARRISBURG, PA. 






WARWICK - THOMSON 
co 


654-660 West 34th St. 
NEW YORK 








HOUSE CO. 
| 1309-19 Lagrange Street. 


TOLEDO, 
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WASH. 


MO. 


| THE TOLEDO WARE- 


OHIO 








BINGHAM" 
MERCHA 
PANY. 


warding 


BUFFALO, 


BUFFAL 
Co., 35 
facilitie 
ferring 
phone 


CHICAGO 


JUDSO!] 
COs 
load 
Chica 
ments 
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BINGHAMTON, N. Y. 





MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
RE. warding. The Quackenbush Company. 


PA. 
BUFFALO, N. Y. 
BUFFALO STORAGE & CARTING 
CO., 350-356 Seneca St. ‘“‘Unsurpassed 
facilities” for storing, handling, trans- 
ferring and forwarding goods.. Tele- 
phone No, 683. 
es 
ee 
-E- CHICAGO, ILL. 


BELT LINE TRANSFER & STORAGE 

CO., warehouses located at 76th and 

me Wallace Sts., on Belt Railway; office, 
4 Sherman St.; do a general storage 


iui2). and transfer business; .issue nego- 
tiable warehouse receipts, good at any 

i; bank. 

RS 


JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
VA. ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


, MIDLAND WAREHOUSE & TRANS- 
FER CO., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail; L. C. L., at 

MO Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin St. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 








OETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. General cartage and forwarding. 
Special attention to carload distribu- 
ion, 






THE READING TRUCK CO., 6th and 
Congress Sts. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 

qIO Line steamers. Special attention given 

two or more parties. Merchandise de- 
livered as ordered. 
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to distribution of carload freight for 


Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 








SAVANNAH, GA. 


SAVANNAH WAREHOUSING co, 
Wholesale distributors and manufac- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 
goods at Savannah. for supplying 
southern trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 


ELMIRA, N. Y. 







ELMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. Warehouses accessible to all 
railroads. Prompt service, 






KANSAS CITY, MO. 










K. & M. STORAGE COoO., Ninth and 
Santa Fe Sts, 
Track connection with all roads en- 


WILKESBARRE, PA. 
MERCHANTS’ WAREHOUSE co. 


tering city. 
SS, stored, distributed and re- han forwarding. The 
shipped. 


Track capacity, eight cars a day. 

Low insurance, prompt, satisfactory 
service. 

Bonded in accordance with state laws. 






The Legal End 








LOS ANGELES; CAL, 4 i 
os UST in the same manner in 


which The Traffic Service 
Bureau has made a reputation 
for furnishing technical data 
on traffic matters, so is it now 
prepared to assist patrons im 
handling the legal phases of 
their shipping business. 














LOS ANGELES TRANSFER CoO., 830 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads eur specialty. Established 1885. 










LOUISVILLE, KY. 





LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses. 








HE Traffic Service Bureau 

is able to offer you the 
services of its legal depart- 
ment, under the personal 
direction of our General 
Counsel. Wecan act either 
as consulting attorney or as 
attorney of record; we will 
handle your case from start te 
finish, or assist in the prepara- 
tion of such legal data as your 
own personal counsel may not 
have at hand. 






ST. LOUIS, MO. 






BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
— or less: Consignments so- 

cited. 

















SALT LAKE CITY, UTAH. 





A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General] transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt. Established 1872. 






As in all other departments, 
your wants are our only 
limitations, 










SCRANTON, PA. 


The Traffic Service Bureau 


603-5 Westory Building, Washington, D.C, 
| Lega: Department 











MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 
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YOU DONT HAVE TO BE A LAWYER 


To Be a Successful Traffic Man, 
BUT— 
You must be grounded in a knowledge of commerce law 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a bfoad general understanding of the principles that are 
fundamental in the construction and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods 
undreameéd of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


It is this knowledge that is one of the distinguishing features between a 
traffic manager and e chipping clerk. 


To give this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly down to date. The latest edition, the third, retains all the 
essential features of the previous editions, but has been revised and 


enlarged to cover the many new developments since the appearance of 
the. second edition. — 


Don’t ye think a work that has been able to hold the lead since 
1879 should be in your business library? 


“Hutchinson on Carriers”’ is divided into fifteen chapters, contains 
1446 sections (1,000 of which have been revised or rewritten), deals with 
11,000 cases (6,000 of which have been added since the second edition) 


and 30,000 citations. 
3 Volumes, $18.00 net. 


The Traffic Service Bureau 


603-5 Westory Building 126 MARKET STREET 
Washington, D. C. Chicago, Ill. 





